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Home Railway Dividends 
HE decision of the House of Lords in the Southern 
Railway rating case has had a direct effect in 
increasing the dividend distributions of the Southern and 
the London Midland & Scottish Railways, but not 
avowedly so in maintaining the 3 per cent. ordinary divi- 
dend of the Great Western. The Southern announcement 
was made on Monday and those of the other two com- 
panies on Wednesday. In the case of the Southern the 
preferred ordinary stock is to get its full 5 per cent. for 
the year 1935, a rate which it has not enjoyed since 1930. 
For 1934 the rate was 4 per cent., and the increased dis- 
tribution now calls for £275,866 more. This addition ‘s 
to be provided mainly by a saving of £250,000 on rates, 
an increase of £21,962 in net revenue from other sources, 
and a cut of £1,478 in the carry forward. <A welcom« 
return is made to the full 4 per cent. on the £40,133,987 
of 1923 preference stock of the London Midland & Scottish 
Railway, which stock has not received this since 1931. 
For 1932 and 1933 nothing was paid on it, but for 1934 
the distribution was at the rate of 1% per cent., requiring 
£652,177. The increase now announced needs an addi- 
tion of £953,182, and the carry forward is to be increased 
by about £114,500. Net revenue increased by £1,106,000, 
after allowing for a saving of £885,000 on rating and the 
freight rebates fund. In the Great Western statement no 
credit is taken for the substantial sums to be recovered 
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om rates, but there has been a profit of £122,900 on 
realisation of investments, and the sum of £710,000 has 
been taken from contingencies reserve. Certain reserves 
have been released and placed to contingencies fund. Net 
revenue advanced by £39,560. 

* * * . 


The Future of Port Control 

It does not follow because institutions performing a 
special work for the community are controlled on dif 
ferent lines that they are not all performing their functions 
properly, but it is a legitimate question to ask whether 
one of the various forms of control is not better than the 
others. This, in brief, was the question asked by Sir 
David J. Owen, General Manager, Port. of London Autho 
rity, in the paper he presented on Monday to the Institut« 
of Transport, of which we give an abstract on page 312. 
At the outset he stated that he had no intention of formu 
lating any definite scheme, and said that the advantage 
of the Institute of Transport lay in the fact that its 
members could discuss all questions connected with trans 
port in the calm and serene atmosphere of scientific 
inquiry. A recent writer said that at the moment the 
ereatest cleavage in political thought was between those 
who thought we could continue to muddle -through with 
the aid of the same individualistic methods that were good 
enough in a world less complex and less full than ours, 
and those who believed that some form of controlled scien 
tific planning was necessary to keep civilisation going on 
effectively. Sir David is obviously of the latter school 
and the only conclusion upon which he ventures is that, 
having regard to world conditions today, there is a real 
need in the best interests of the community for planning, 
co-operation, or co-ordination, whichever term might be 
preferred, in connection with ports, and that some form 
of “ district ’’ grouping must be faced. 

+ * * * 

The Week’s Traffics 

Passenger train receipts of the four group companies for 
the past week show a net decrease of £4,000, but mer- 
chandise earnings a net improvement of £40,000, and coal 
a net advance of £25,000. It had been anticipated that 
the increases in coal class traffics would not continue to 
the same extent after the settlement in the coal dispute, 
but the cold weather is no doubt keeping them up. For 
the six weeks of the current year passenger train receipts 
have improved by £56,000, and coal class earnings by 
£308,000. In merchandise traffics there is a net advance 
of £82,000, the only decrease in this respect being 
£14,000 on the Southern. 





6th Week Year to date 
Pass., &c. Goods, &c. Coal, &e. lotal Inc. or Dec 
£ £ £ 4 £ 0 
L.M.S.R 4,000 20,000 8,000 24,000 183,000 2-89 
L.N.E.R. 5,000 12,000 16,000 23,000 162,000 3-42 
G.W.R. 1,000 12,000 1,000 12,000 64,000 2-43 
S.R 4,000 4,000 2.000 2,000 37,000 1-90 


The Mersey Railway to date has an increase of £559. 
London Transport receipts for the past week improved by 
£14,000, the advance for the 32 weeks being £313,200. 
The Great Northern Railway (Ireland) has to date a 
gain of £2,750, and the Great Southern one of £4,949. 


British South Africa Company 

The British South Africa Company holds more than 
80 per cent. of the capital of the Rhodesia Railways Trust, 
which in turn owns over 99 per cent. of the capital of 
Rhodesia Railways Limited and of the Mashonaland Rail- 
way Co. Ltd. It also guarantees interest on substantial 
amounts of the debentures of the two railway companies, 
so that its railway interests are considerable. At the 
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annual general meeting on February 5, Sir Henry Birch- 
enough showed that the two railway companies, taken 
together, made profits for the year ended September 30, 
1935, of over £416,000 after providing for debenture 
interest and for depreciation, as against a loss of £34,000 
in the immediately previous year, and much larger losses 
still in the two years before that. The joint reserve 
account of the two companies in terms of the Railway 
Act now stands at £716,000. When it reaches a sum 
equal to one year’s service of the outstanding debentures 
of the two companies, today £1,078,000, regular annual 
dividends may be hoped for, beginning with the figure 
of £75,000, for the benefit of the Rhodesia Railways Trust. 
The temporary restrictions on copper production and the 
full restoration of the cuts in salaries and wages will affect 
the net receipts of the current financial year, but the 
improving tendencies in trade, particularly in connection 
with the base mineral industries in Southern Rhodesia, 
may to some extent offset these factors. 
* * * * 

Overseas Railway Traffics 

The three British company railways in Brazil are now 
on the upgrade both in currency and sterling receipts, 
except that the Great Western with an increase of 559 
contos is £8,400 behind in sterling. For the current year 
the Leopoldina has in six weeks an increase of £6,641 and 
the San Paulo in five weeks an increase of £28,707. 
Amongst Argentine railways the greatest progress continues 
to be made by the Buenos Ayres & Pacific with a further 
increase in receipts of £18,142 during the past two weeks, 
and the Central Argentine comes next with an advance 
of £12,960 in the same period. In currency the Pacific 
now has an increase of 3,826,000 pesos, or 9°92 per cent., 
and the Central Argentine one of 1,248,050 pesos, or 1-94 
per cent. 

No. of Weekly Inc. or A\veregat« Inc. or 





Week Traffics Decrease rraftic Decrease 
£ ‘ £ £ 
Buenos Ayres & Paciti 32nd 97,475 7,983 2,491,466 241,371 
Buenos Ayres Great Southern 32nd = 169,642 42,105 4,0 28 275,755 
Buenos Ayres Western 32nd 49,149 - 1,028 1,3 30 10,115 
Central Argentine 32nd = 131,779 1,327 3,856,992 103,070 
Canadian Pacifi 6th 436,200 200 2,300,800 211,000 
Bombay Baroda & Central India 43rd 267,675 33,450 6,722,550 100,275 


The Buenos Ayres Great Southern is at present the worst 
sufferer amongst Argentine railways with a_ further 
decrease of £102,476 during the past two weeks. 
* * * * 

Mersey Railway 

The Mersey Railway, which has just attained its jubilee 
of opening, has had a chequered career, but has been 
making steady progress since 1923. In 1935 the company 
incurred a capital expenditure of £7,619 on extensions at 
Liverpool Central (L.L.) and other stations to enable 
longer trains to be used at the rush hours, and this year 
it proposes a capital expenditure of £11,000 on six coach- 
ing vehicles. The report for 1935 shows that improve- 
ments of £3,364 in receipts from first class ordinary pas- 
sengers, of £438 from workmen’s tickets, and of £97 from 
season tickets were offset by a decrease of £4,928 in 
receipts from third class ordinary passengers. Parcels, 
&c., brought in £185 more, but mails and parcels post 
£1,364 less. 


1935 1934 1933 
: h_ £ - 
Gross receipts .. et ~» 253,562 213,814 209,536 
Expenditure... ~~ .. 125,896 128,174 126,162 
Net receipts a Je .. 85,656 85,640 83,374 
Net revenue... ~ .. 85,955 86,047 82,889 
Deb. and pref. payments -. 75,615 75,615 74,529 
Ordinary dividend ‘i oa 10,592 10,592 7,061 
Carried forward oa fi 2,090 3,342 4,502 


The dividend for 1935 on the ordinary stock is ? per cent., 
the same as for 1934, and compares with } per cent. for 
1933. A sum of £1,000 has been appropriated to reserve 
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in each of the three years. Dividends began to be paid 
on the ordinary stock in 1927 and have been continued 
ever since. 
* * * * 

London Underground Railway Traffic Census 

During this week, beginning on Sunday last, Fe»ruary 
9, the London Passenger Transport Board is conducting 
an underground railway traffic census, involvin. the 
special examination and subsequent sorting and counting 
of all tickets used during seven days. Some 300 special 
ticket examiners are being employed in order to avoid 
delay. When the week has ended, the traffic audit branch 
will have in its possession some 7,500,000 railway tickets, 
which will be sorted to ascertain not only the number 
of tickets used between each pair of stations, but also 
the routes travelled as indicated by the clipping at each 
interchange station. For this purpose various shapes of 
clipping are used at different stations. Sorting and count- 
ing these tickets will occupy a staff of 40 for 7} months. 
The tickets will have to be divided into 50,000 pairs of 
stations and 1,174 interchange routes. When, after several 
months, the data will have been analysed, they will pro- 
vide valuable particulars of the density of traffic over 
each section of line and at interchange stations; one of 
the important purposes for which the results will be used 
will be the study of interchange facilities. Normally this 
material is difficult to secure, by reason of the facts that 
the ‘‘ group ’’ tickets issued are available from the point 
of issue to all stations to which the same fare applies, and 
that, to avoid inconvenience to passengers, the usual ex 
amination of tickets is reduced to a minimum. 

* * *« * 


The ‘ Signals ’’ Annual Meeting 

The annual report presented to the Institution of Rail- 
way Signal Engineers on Wednesday, February 12, opens 
on a cheerful note in that it records that, in spite of 
adverse conditions, retirements, and a tightening up of 
subscription collections, the vitality of the institution is 
fully maintained. It closes in the same hopeful spirit, by 
saying that the members can face the future with con- 
fidence, comforted by the knowledge that the structure 
is on a solid foundation and that it will continue to 
develop in magnitude and importance as time goes on. 
The membership returns show 32 new home members and 
10 overseas, and a loss of 46 home members—4 by death 
—and 6 overseas—1 by death. There is a drop from 
841 to 831 in the total membership. For the third time 
in its 23 years of existence, the institution has elected 
a signal contractor as its President. This is Mr. Walter 
Roberts of the Railway Signal Company, who, besides 
having originally served on a British railway and been 
trained in mechanical signalling, is a recognised authority 
on single line operations in particular. 

* . * * 


Making Passenger Traffic Profitable 

On page 283 this week we review a book on British 
railways by Mr. Alexander Newlands, formerly Chief 
Engineer of the Highland Railway and of the L.M.S.R., 
in which a formula is worked out for calculating the cost 
of operating the various classes of railway traffic. With 
the selling price of railway service the author does not 
concern himself, but his calculations lead him to conclude 
that the expenditure on passenger transport and _ the 
receipts therefrom (neglecting parcels business on pas- 
senger trains) are sufficiently close to one another for 
profit to be either extremely small or non-existent. An 
interesting point made by Mr. Newlands is that the average 
passenger journey today is 18 miles, whereas it has been 
calculated that from 1845 to 1849 it was 17} miles. The 
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enormous development of suburban traffic is, of course, 
ble for the present-day figure—a traffic so vast that 


»SpOoli 7 
pt ps the representation in the average of longer dis- 
tancé From 1845 to 1849 the average passenger travel- 
ling his 17} miles considered himself to be making a jour- 
ney iereas the modern figure of 18 miles represents the 
dail’ jit of thousands in their routine passage between 
hom nd business. Literally interpreted, the railway 
figures suggest that we move about less today than then. 
This \bviously untrue, but gives an idea of how much 
traffic has been annexed by the roads. Under present 
col ns a large increase in long railway journeys well 
distributed over the year can hardly be looked for, so 
Mr. Newlands supports the modern principle of reducing 
no ing load and the line occupation of individua! 
un by the use of lighter, faster, and more frequent 


a * * * 


Railways and Postal Telegraph Facilities 


long association between railway companies and 
the Post Office has lately been further extended. Follow- 
ing the opening at Paddington station last May of the 
first Crown post office at any railway station in Great 
sritain, arrangements were made for boy telegraph mes- 
sengers to canvass the principal long distance trains for 
ten minutes before departure. The boys have been 
specially trained for the work, and wear a distinguishing 
illuminated badge bearing the words ‘‘ Telegrams Ac- 
cepted.’’ Judging from the large number of telegrams 


now being handed in at the Paddington post office either 
by the boys or by members of the public, this experiment 
is proving successful. The innovation has been carried a 
step further from February by facilities for passengers 
on long-distance trains in Great Britain to send telegrams 
en route to any part of the United Kingdom or the Irish 
Free State. Arrangements have been made between the 
Post Office and the four main line railway companies 
for restaurant car attendants or travelling ticket collectors 
to be provided with manilla wallets containing a supply 
of posial telegraph forms. The railway staff will give 
iny information in regard to charges and regulations, and 
telegrams handed to them are passed to a postal telegraph 
office at the station at which the train next stops. 


oa + * * 


American Railway Accidents 

lhe Interstate Commerce Commission’s railway accident 
bulletin for the year 1934 is just to hand, and shows that 
during that period there were 453 accidents to trains. 
which resulted in 256 people of all classes being killed. 
[hese included 13 passengers, 97 servants, 105 ‘‘ othe: 


persons,’’ and 41 trespassers. There were 17,760 ‘‘ move 
ment.’ accidents, which resulted in the deaths of 4,396 
persons of all classes, including 187 trainmen, 125 othe 


grades, 18 passengers, 1,507 ‘‘ other persons ’’—people 
killed at highway crossings come under this head—and 
2,525 trespassers. All the 13 passengers killed in train 
accidents lost their lives in derailments; none was killed 
in collisions. The 1,317 collisions of all kinds covered 
80 rear-end collisions, 45 head-on collisions, 126 between 
divided trains, 120 side or raking collisions, and 803 shunt- 
ing collisions. The 3,489 derailments included 46 due 
to defects in or failure of power brakes, 57 due to defects 
i or failure of couplings, 1,553 to other defects or failures 
of locomotives or cars,.650 to defects in track, bridges, 
switches or other defects in roadway, or negligence, and 
72 to mistakes or misconduct of railway servants. This 
excellent result of 1934 has now been followed, as recorded 
on page 168 of our issue of January 24, by an entire 
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absence of train accidents involving the death of a pas- 
senger during 1935. Commenting on the clear record for 
the first half of that year, we gave some interesting figures 
ia an editorial note in our issue of December 6 last, which 
we consider will have added interest now that the 
immunity has extended over a whole year. 
* * * * 

Simplified Signalling for Branch Lines 

During the years of prosperity before the advent of road 
competition, light railways and branch lines carrying only 
light traffic were handicapped by, but could afford the 
luxury of, the regulation types of signalling considered 
essential by the Board of Trade. Even then, however, 
high costs of installation, operation and maintenance 
militated against their construction, and nowadays these 
costs serve not only to prohibit it, but also to render exist 
ing lines unremunerative to the point of their being closed 
to traffic. Simple methods of signalling on single-line 
branches have been widely adopted overseas—such as the 
use of warning posts or boards in place of distant or outer 
signals—but until now, little has been done in this country 
towards complete simplification, even under the stress of 
financial stringency. Very welcome. therefore, is the atti- 
tude of the Ministry of Transport and of the L.N.E.R. 
administration in their acceptance of the simplest form 
of signalling consistent with safety for light traffic 
branches, as exemplified in the Pilmoor-Knaresborough 
installation in the North Eastern Area, described on pages 
292-6 in this issue. By replacing semaphore signals with 
boards, three signal boxes, all signal lamps—except on 
station platforms and at level crossings—and almost all 
signal wiring have been eliminated, with appreciable 
corresponding economies. 

* * * * 


Locomotive Wheel Corrosion 

In the discussion which followed the reading of a paper 
by Mr. E. S. Cox entitled ‘‘ Locomotive Wheels, Tyres 
and Axles ’’ at a meeting of the Institution of Locomotive 
Engineers in London, Mr. H. Holcroft remarked that 
although the author had stated that corrosion between 
tyre and rim takes place in service due to water creeping 
in, it was very exceptional in his experience to find water 
in engine wheel tyres. In the case of the wheels of a 
tender, a little water does occasionally get in, and there 
is a certain amount of rusting, but never with the wheels 
of the engine itself. In his opinion, therefore, it was 
crosion and not corrosion which caused the rough patches 
found where contact between rim and tyre is not good. 
Oil, carrying fine particles of grit in suspension, fills the 
cavities, and, as the wheel revolves on the rail, deflection 
of the unsupported portion of the tyre squeezes the oil 
in and out at high velocity, and where oil is present 
rusting will not occur. Another speaker, Mr. T. H. 
Turner, remarked upon the author’s reference to the use 
of copper for preventing corrosion between tyre and rim. 
In his view this was a choice of the wrong metal, copper 
being electro-positive to iron, so that if water gets in 
between the two, the copper would aid corrosion rather 
than prevent it. He recommended the use of zinc, which 
would give the same cushioning effect and much better 
protection from corrosion. The zinc could be applied by 
spraying it on to the rim. The author, in his reply, 
remarked that it seemed to-him much more likely that 
water is the first to find its way in between tyre and rim 
and set up the initial corrosion. As to the choice of a 
copper or a zinc ring, the copper ring was used in 
endeavouring to combat corrosion by a simple method, 
and in the hope that owing to the soft nature of the meta! 
it would follow up any corrosion formed and_ fill the cavity 
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The French State Railways 
[KE the other French railways the Chemins de fer 
de l'Etat continued in 1934 to feel the effects of 
trade depression and of road transport competition, but 
its financial position is in striking contrast with the 
efficiency of its service to the public which has been rapidly 
increasing under the administration of M. Raoul Dautry. 
[he report for the year 1934, which we have recently 
received, while giving all the usual financial and statistical 
tables with appropriate comments on operating and other 
features, also includes an interesting series of graphs show- 
ing every aspect of working, equipment, and finance, the 
training and care of staff, safety appliances, &c. Maps 
are given showing the routes equipped for train despatch- 
ing and those over which railcars are worked. The striking 
ccono:nies realised are summarised in the body of the 
repoit and are even more convincingly shown in_ the 
graphs and the explanatory text published with them 
indicating the methods adopted. Hand in hand with these 
economies goes an increased efficiency, not as in forme 
days when the main idea of economy was reduction of 
Service. ° 
Though the number of passengers in 1934 was 3-50 pel 
cent. less than in 1933, passenger receipts increased by 
10°80 per cent., but this was entirely due to the reduction 
of the tax. The Etat derives a larger proportion (29-7 
per cent. in 1934) of its revenues from passenger traft 
than the other French systems do and it has been par 
ticularly hit by the fall in British and American tourist 
traffic, and. also by the increasing tend ney of the French 
people to take holidays abroad. Its share of the Dicppe 
Newhaven steamer traffic in 19384 was, however, much 
the same as in 1933. At the sane time internal traffic 
has been greatly stimulated by the development of railcar 
services. Receipts from other grande vitesse traftic in 1934 
were 1°17 per cent. down in comparison with 1933, and 
in petite vitesse goods a decline of 3 per cent. in tonnage 
was accompanied by a fall of 7-80 per cent. in receipts. 
The decrease in tonnage was general in most of the im 
portant items of traffic, but there was some increase in 
the amount carried under the tariffs ‘‘ P.V.100"’ and 
‘ wagon-kilometre."’ An improvement of fr. 4,425,888 
was realised in the net receipts from the, Amiens-Rouen 
line, and there was an increase of fr. 148,686 in receipts 
from voitures-buffets. Gross receipts from all sources 
were down 1:08 per cent. The general financial position 
is indicated in the accompanying table : 


1934 1933 
Kilometres open 9,594 9,127 
lrain-kilometres 70,916,521 66,602,211 
Passengers 184,986,153 191,686,305 
Goods (p.v.) tons 23,211,252 24,437,252 
Operating ratio, per cent 116-15 121-80 

Ir Ir 
Passenger receipts 522,492 916 471,579,931 
Other g.v. receipts 325,416,065 329,256,091 
Goods p.¥.) receipts 813,839,327 883,142,037 


Gross receipts 1,742, 860,596 
2,024,303, 146 
281,442,550 


1,761,946,518 
2,146,072, 280 
384,125,762 


Working expenses 
Loss on working 


Working expenses on the other hand were reduced by 
567 per cent., and the loss on working was fr. 102,683,212 
lower than in 1933. The increase in the length of line 
open and in train-kilometres was due mainly to the incor- 
poration of lines in Brittany (Savenay-Landerneau and 


branches) The deficit chargeable to the Common 
lund has been reduced from fr. 934,890,015 in 1933 to 
fr. 876,007,137. From 91,075 in 1921 the number of 


staff has been been reduced to 73,528 in 1934, though staff 
expenses constitute 60 per cent. of the total expenses. 


Work has been scientifically re-distributed so as to mini- 
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mise hardships in individual cases. It is interesting to 
note that improved methods in the shops have permitted 
of economies massives and have enabled more repair work 


to be done in them, and consequently less by osutside 


contractors. 
* * * * 


Warehousing and Railhead Distribution 
Arrangements 


URING recent years the railway companies have spent 

large sums upon the construction or modernisation of 
their warehouses, and now offer well-ventilated, dry, con 
venient, and commodious accommodation at practically 
every important station. The modern tendency for retailers 
to carry very smal! stocks makes it essential for thei 
supplies to be replenished at frequent intervals, and _ the 
holding of bulk supplies by wholesalers and others at 
conveniently situated centres in the consuming a1 
proved to be a most economical method of satisfying the: 
customers’ requirements and developing business in nes 
areas. Railway warehouses afford ideal facilities for th 
storage of many classes of merchandise at very reasonabk 
rentals, which are considerably less than the cost of traders 
providing and maintaining their own accommodation 
By the dispatch of consignments in bulk to. stations 
situated at key points in the sales territory, the expensé 
and trouble of forwarding a number of separate smali 
packages is avoided and, generally speaking, the charg 
for carriage is appreciably less, as lower rates are usually) 
available for larger quantities of traffic. Upon the goods 
being placed in the railway warehouse, the trader can 
cither provide his own staff to receive and execute orders 
oy he may, and frequently does, place the work of dis 
tribution in the hands of the railway company. The rai! 
way also undertakes on behalf of the trader concerned a 
number of incidental services, including sorting, weighing, 
sampling, labelling, the decanting of liquids, &c., at a 
very moderate charge, as well as the sale of goods up 
to £40 in value and the record on the trader’s own docu 
ments of the extent and nature of the business transacted. 
Thus, when customers desire to replenish their stocks, they 
merely telephone the nearest railway warehouse an 
delivery can be effected immediately, a decided conveni 
ence to the retail trader. Facilities are also available for 
the storage of building and similar materials in uncovered 
spaces in station yards, and office accommodation can 
usually be provided, when desired, whether the storag' 
space occupied is covered or uncovered. 

Closely allied with the provision of this extensive 
storage accommodation is the facility of special railhead 
delivery services, known popularly as “‘ railhead distri- 
bution,’’ which have been developed in many important 
centres during the past few years. Merchandise is trans- 
ported in bulk from the senders to the appropriate rail- 
heads by express freight services, and usually arrives 
on the morning following despatch. After checking and 
recording, the traffic can be transferred to the bulk store, 
or, if desired, can be delivered to customers within a 
radius of about thirty miles by express cartage vehicles, 
thus assuring retailers of reliable and speedy deliveries, 
and wholesalers of satisfied customers. In addition to 
performing the delivery service, the companies also arrange 
for the collection and return of empties, the issue of credit 
notes, and the maintenance of the railhead stocks at agreed 
levels. One company at least has arranged with certain 
firms, whose business necessitates the whole time user 
of cartage vehicles on this distribution service, for the 
motors to be painted in the firm’s colours and _ trade 
names, and for the railwaymen in charge to wear the 
firm’s liveries; this procedure, in addition to emphasising 
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ipt delivery service, is an extremely effective 


the 

me of advertising. Such identification of interests 
betwe i traders and railway companies is an important 
de\ ment which should be of considerable assistance 
il taining and developing trade in the areas served. 


K *K ‘ ES 
Derailment Prevention 


M JOR WILSON, the new Inspecting Officer of the 
. Ministry of Transport, had a series of possibilities 


submitted to him as causes of the first derailment on 
wh he had to report, and which occurred when the 
cou | wheels of a 4-4-2 type tank engine, running 
bu! first, became derailed between Streatham Common 
ane lham stations, Southern Railway, on July 19. The 
line at that point consists of four tracks, running north 
south, with the up main, on which the train was travel- 
lin utside on the west. As Major Wilson says in the 
ope e sentences of his conclusions—which conclusions, 
together with his remarks and recommendations are 
reproduced in full on pp. 313-314 herein—the derailment 
ot ell-balanced engine on track which was not open to 
material criticism, having regard to its age and the 
punishing effect of the heavy multiple-unit electric traffic, 


is difficult to ascribe to any one cause, and the 
original sequence of derailment in this case is open to 
doubt. There was no speed restriction at the actual point 
of derailment, but 60 m.p.h. was called for at Streatham 
North Junction, 370 yd. south thereof, and 50 m.p.h. 
Balham Junction, about 13 miles farther on. 


through 


The speed was estimated by Major Wilson as not less 
than 65 m.p.h., and may possibly have been higher. 
Major Wilson questions whether speeds of this ordei 


through the varying curvature at the site of the accident 
are not sufficiently high to permit of dangerous oscillation, 
particularly of a tank engine, when all conditions are 
favourable to its development. The inspector further 
doubts whether a speed restriction of 60 m.p.h. through 
Streatham North Junction is sufficiently below the general 
level of speed at this point, both of steam and electric 
trains, to make much impression on a driver’s mind. 
[he restriction therefore is probably disregarded in prac- 
tice, and under favourable conditions, as were present :n 
this case, such as a free running engine, a light train 
running a little late, and good weather, speed may well 
rise to an undesirable limit. 

[here were no speed restriction boards, and in this 
conncction Major Wilson suggests that the railway com- 


pany should consider the question of regulation by 
Visual means in congested suburban areas. There are six 


permanent restrictions, varying from 30 to 60 m.p.h., in 
the 10} miles on the up main line between East Croydon 
and Victoria. A driver on a route such as that, where 
the block sections are short, is fully occupied in observing 
signals, and there is a risk that he may consequently 
overlook speed restrictions committed to his memory, if 
a visual reminder is not provided. Even so, the driver 
of a steam engine would have to guess his speed, since 
no visual indication is provided in the form of a speed 
indicator in the cab. It is recorded that the Southern 
Railway, in the course of its regular programme of curve 
re ilignment, has not yet covered the up main line between 
Streatham North Junction and Balham Junction, although 
a preliminary chart survey does not appear to have dis- 
closed any marked irregularity. Although Major Wilson 
thinks that the company should consider the desirability 
4 Imposing a speed restriction lower than 60 m.p.h. at 
this place, pending further consideration when realignment 
is completed, we doubt the effectiveness of such a step 
We consider the time is nearly ripe for a general recon- 
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sideration of the whole question of speed restrictions and 
their observance. 

A single paragraph deals sufficiently with an important 
subject of great interest to all railways. It says: ‘‘ This 
is a case where the use of deeper flanges on the engine, 
as is-standard practice by one British railway, might 
possibly have had preventive effect. The better angle of 
contact with the rail reduces the tendency to begin climb- 
ing, or, once climbing has started, the greater depth may 
delay complete mounting of the rail sufficiently long for 
more favourable conditions to be established and so avoid 
derailments.’’ This reference to deeper flanges makes it 
appropriate to recall that such a policy has been adopted 
by the Great Western Railway, on the Severn Valley 
branch of which company there was a derailment near 
Bridgnorth on January 1, 1928. Colonel Mount’s report 
thereon was summarised on page 248 of THE RAILWAY 
GazeTTE of August 24, 1928. In the concluding para- 
graph the inspecting officer drew general attention to the 
fact that the Great Western had adopted, since the pre- 
vious August, ‘‘ the eminently desirable policy of 
increasing all engine flanges by % in.’’ 


Be * Do * 


Britain’s First Atlantics Scrapped 


UME thirty-eight years have elapsed since the first 
‘locomotives to be built in Great Britain with the 4-4-2 
wheel arrangement entered service. At that time the high 
speed performances between Camden and Atlantic City 
of the then Philadelphia and Reading’s “ Atlantics,’’ as 
they had been nicknamed, were attracting considerable 
attention, and Mr. H. A. Ivatt, who two years previously 
had succeeded to the post of Chief Mechanical Engineer 
at Doncaster, decided to introduce the same _ wheel 
arrangement on the Great Northern Railway. The first 
engine of the class, No. 990, later named Henry Oakley, 
took the rails in the summer of 1898. In many ways 
it was a revolutionary machine, relatively to the standards 
of design then current, particularly in the proportion 
of its large boiler, affording 1,442 sq. ft. of heating surface, 
and a firebox with 263? sq. ft. of grate area, to cylinders 
of only 18? in. dia. by 24 in. stroke. The boiler carried a 
pressure of 175 lb. per sq. in., and the total weight of 
the engine in working order was 58 tons, of which the 
modest total of 31 tons was available for adhesion. The 
spacing of the driving wheels of 6 ft. 73 in. dia. no more 
than 6 ft. 10 in. apart was a novelty in this country, 
as were also the outside cylinders, driving on the rear pair 
of coupled wheels, like the American locomotives. Mr. 
Ivatt’s engine, however, had not the characteristic wide 
firebox of the Reading Atlantics; that was reserved for 
No. 251, the first of the large-boilered Great Northern 
Atlantics—one of the most outstanding types in British 
locomotive history—which followed in 1902. In the latter 
the small cylinder dimensions of 18? in. by 24 in. were 
retained, and mated to 2,500 sq. ft. of heating surface and 
3! sq. ft. of firegrate; for Mr. Ivatt’s contention was that 
successful performance is measured by the locomotive’s 

capacity to boil water ’’; and time has proved its correct- 
ness. In all, twenty-one of the original Ivatt Atlantics 
were built, and at a later date all of them were rebuilt 
with superheaters and had their cylinders enlarged to 20 in. 
dia. The engines of this type have generally borne the 
nickname of *‘ Klondykes,’’ though exactly why we do not 
know. No. 3982 and 3988 have now gone to the scrap 
heap; No. 3990, the original 990, is still in service, and up 
to the end of January had travelled 1,151,385 miles, but is 
also on the ‘‘ condemned "’ list. Its preservation at the 
Railway Museum would be widely appreciated. 
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THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Further Impressions of Overseas Transport 


London, N.W.11, February 5 
To THE Eprror oF THE RaILway GAZETTE 

Sir,—From personal experience of the South African Rail 
ways, it would appear that Mr. Arthurton, in his contribution 
in your issue of January 31, has somewhat confused the 
sleeping arrangements of the Union Limited with the ordinary 
long distance trains. 

A surcharge of 20 per cent. on the ordinary first class 
fare is made for travelling on the de luxe trains, whose 
coaches are articulated throughout, and there is an observa 


tion car at the rear. A valet and a lady’s maid are carried 
on these trains, which compare most favourably with any 
other ‘‘ blue train.’’ The Union Limited travels from 


Johannesburg to Capetown, whilst on the return journey 
the train is termed the Union Express. On the other trains, 
there is no extra charge made for the first class coaches used 
for sleeping purposes, except for the three shillings for 
bedding. This charge is for one unbroken journey, which 
may last for two nights, and is therefore most moderate. 

Mention might be made of the remarkably cheap catering 
on the S.A.R. trains, where 8s. 6d. covers the cost of 
breakfast, lunch and dinner, and the cuisine is of a high 
standard. The principal feature of the dining cars there 
that attracted my first attention was the arrangement of the 
wines of the country at the side of each table. Strangers 
were thus able to see what wines were offered, and _ half 
bottles of red and white varieties, and of good vintage, 
could be obtained for one shilling. The wine-producing 
states of Australia might find this suggestive propaganda a 
useful one to copy in their railway dining cars. 

Yours faithfully, 
F. RAYNAR WILSON 

|We understand that only the passenger-carrying coaches 
are articulated, the mail and similar vehicles having two eight 
wheeled bogies.—Epb. R.G 


An Appreciation of the Silver Jubilee 


‘ Orchard Court,’’ Hook, Surrey. 
February 5 
To tHE Epitor oF THE RaILWay GAZETTE 

Str,—The Silver Jubilee is now an accepted fact, and 
its daily runs at high speed have become almost ordinary 
in the minds of the travelling public, but it may be of 
interest to you to hear some of the impressions of a first 
trip on her from the point of a casual passenger. Not 
having previously had an opportunity of travelling on her, 
[ must admit to a thrill when I boarded her at Newcastle 
this morning, for, after all, she still is the Silver Jubilee and 
there is only one in the world. 

My first impression was one of appreciation of the achieve- 
ment of those responsible for the building of this magni- 
ficent train; the clean, straight lines of the exterior and the 
excellence of design, colour scheme, and workmanship of the 
interior. The taste, noticeable everywhere in the coaches, 
makes one feel that even such great men as the railway 
officials responsible for her design must have been assisted 
by the feminine mind; possibly their wives are largely 
responsible. 

I was very soon struck with the wonderful smoothness 
of running, and also the comfort of the even temperature 
and freshness of the air in these coaches. The former 
impression suggested that one would be able to write on this 
train in comfort and legibly despite the fact that we are 
travelling at consistently high speeds. If the writing of this 
letter leaves much to be desired it is due to lack of success 
at school, and certainly not to the movement of the coach, 
although we are probably running at over 80 m.p.h. at this 
moment Here IT must refer to ventilation. The first 








luncheon is now well under way in this coach—! have 
elected to take the second one—yet there is hard iny 
unpleasant smell of hot food around me. 

Now a few impressions of the engine. Whilst fully 
appreciating the forethought, experience, and wor that 
must have combined to obtain this performance, and the 
track improvements that must have been going o1 ring 
recent years to make this run possible, at the sam: time 
the locomotive seems to handle its task so easi ind 
smoothly that one feels all the time that she mu: lave 
a great deal in hand, and if she were the only fact then 
the running time might be greatly reduced even no So 
easily does she handle the journey that one finds self 
wondering whether the ordinary L.N.E.R. Pacifics c not 
keep our schedule times, high though they ar det 
favourable conditions. Even the braking and acceleration 
are quite smooth, which I suppose implies that is 
now taking one’s hat off to the driver. However, that is 
natural, as one has to do so to everyone associat vith 


this train. 
If there is one feature which does not come up to expecta 
tion, it is a lack of any impression of high speed, probably 


due to the very smooth and quiet running of these articulated 
coaches. You may think that this letter contains nothing 
but praise, but why stint praise where it is justly du It 


is better to let those responsible know that we appreciate 
their efforts on behalf of our time and comfort. One hopes 
that travellers will appreciate all that is involved on the 
whole system in running this train, and that they will make 
it so popular that they will give the railway companies 
sufficient encouragement for them to give us other fast 
services. Yours truly, 
F. D. PLAYFORD 


Stevenson and Stephenson 
Coll-Earn, Auchterarder 
February 10 
To THE Epiror or THE Rattway GAZETTE 

Str,—I don the white sheet of the biter bit. I impugned 
your ancestor THE RatLway MacGazine of 100 years ago for 
calling Robert Stevenson of Edinburgh ‘‘ Stephenson. In 
a few historical notes, trusting to memory and not to my 
Smiles, I gave Stevenson the credit due to Stephenson for 
the rescue of Trevithick from South America. 

Ihe whirligig of time was bound to bring me into the tangle 
of a Stevenson-Smiles-Trevithick triangle, since Smiles’s son 
and I imbibed Greek and Latin on the same bench at the 
Edinburgh Academy. But our hearts were in the Royal 
Scottish Museum, where we could gaze on Stevenson's 
models for his light houses and dioptrics, all under the 
shadow of the oldest extant locomotive which Trevithick 
worked out in 1812 for Wylam. 

Moreover we lived close to the home of the Stevensons, 
where I met the other Robert, whom I followed later as an 
Advocate of Scotland. Now, thanks to the courtesy of Mr 
Harold H. Bird, I seem also to follow this ‘‘ R.L.S.’’ as a 
purveyor of fiction. At any rate as touching his famous 
forebear, 

I remain, apologetically yours, 
NORMAN DORAN MACDONALD 








CENTENARY OF THE LONDON & GREENWICH RAILWAY 
In connection with the centenary of opening of the first section 
(Spa Road to Deptford) of the London & Greenwich Railway, 
to which we made reference on page 259 of last weck’s 
issue, a special exhibition is being held at the Science Museum, 
South Kensington, from February 8 to April 30. The exhi- 
bition comprises prints, books, tickets, medals, and other relics 
relating to the line, lent for the occasion by the Southern 
Railway, Mr. C. F. Dendy Marshall, Mr. John  Phillimore 
and others. 
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PUBLICATIONS RECEIVED 


The British Railways. By Alex. 


New ;, formerly Chief Engineer, 
LM ind former Chief Engineer 
of t Highland Railway. London, 
1936 Longmans, Green & Co. Ltd., 
39, rnoster Row, E.C.4. 8% in. 

53 134 pp. Price 7s. 6d. net.— 
Mat thousands of travellers whose 
railv experience is confined largely 
to th: business rush hours for fifty weeks 
of the vear, and to holiday season traffic 
for remaining fortnight, might be 
excused for supposing that the opera- 
tion of trains is a highly remunerative 
undertaking. If they communicated 
this sentiment to a friend engaged in the 
industry, they would most likely meet 
with the reply, ‘““ But you don’t know 
what it costs.” It is the contention of 
Mr. Newlands in this review of the 
railway situation yesterday, today, and 
tomorrow that it is not only the unin- 
structed passenger who is unaware of 


what railway transport costs ; that the 


Ministry of Transport returns fail to 
elucidate the matter; and that “ the 
railways are selling in an open market 
something which they advertise and 
display in their shop window, but the 
factory cost of what is on sale is some- 
what obscure.’ 

\n investigation of what is termed 
the prime cost of railway transport for 
passengers and freight forms the central 
theme of the book. Mr. Newlands does 


not pursue his argument to show what 
selling price would leave a reasonable 
of profit, as this, he says, is 
a matter for the railway manage- 
ments to decide for themselves. His 
object is to establish a formula for 
working out the cost of operating or- 
dinary passenger, excursion, and freight 
services, and to provide average figures 
for each class of traffic, based on the 
railway returns of 1933, against which 
actual costs can be compared. 

Mr. Newlands then proceeds to 
analyse the return in 1933 on capital 
invested in the provision and mainte- 
nance of freight and coaching services, 
reaching the conclusion that in 1933 
the remuneration on freight capital was 
three times that on coaching capital. 
He is led, further, to conclude that in 
the country as a whole passenger traffic 
gives a low return—if any—on coaching 
capital, which gets its return chiefly 
from merchandise traffic carried at 
passenger train rates. 

rhe common bugbear of all railway 
transport, Mr. Newlands considers, is 
the relationship of deadweight to paying 
load, a characteristic not improved by 
the adoption of larger locomotives and 
longer trains, with their increased claim 
upon platform, siding, and goods shed 
accommodation. Lighter units and 
more frequent services are advocated, 


not only for their economy, but because 
they possess the attractions which seem 
to have earned so much popularity for 
the roads. To reduce shunting mileage 


calculated to account for 18-9 per cent. 


of freight expenditure) Mr. Newlands 
suggests an extension of the container 
system, in which every wagon body 
shall be in effect a container, and so 
capable of being manveuvred by over- 
head cranes into the appropriate posi- 
tion for loading on to the flat truck 
which will take it to its destination. 

As a preface to the exposition of the 
foregoing views, Mr. Newlands gives a 
brief outline of the development of 
travel and trade routes from prehistoric 
times, the substance of which was con- 
tained in a paper on “ The Railway 
Highway ”’ which he read to the Perma- 
nent Way Institution Jubilee Conven- 
tion in 1934 (see THE RAILWAY GAZETTE 
of July 13, 1934). This is followed by 
a concise summary of the relations 
between the Government and the rail- 
ways. Both these introductory sec- 
tions present much interesting informa- 
tion, which is of material assistance in 
appreciating the railway position at the 
present time. The statistical pages are 
equally fruitful in thought-provoking 
data—so.much so, in fact, that the 
reader often wishes Mr. Newlands would 
depart from his main theme of scientific 
investigation to enlarge upon the side 
issues raised in the course thereof. It 
is tantalising to read in one place that 
the potential consumption of transport 
is now greater than it has ever been, 
and in another that the railways are 
equipped to provide more transport 
than they can sell, without finding a 
suggestion as to how the balance might 
be redressed. Without such a sugges- 
tion, indeed, one feels that Mr. New- 
lands’s economies and reforms might 
prove wasted effort. 


*¢ Das Stellwerk’’.—With its issue of 
January 10 this year, the first number of 
its thirty-first volume, our contem- 
porary, the Zeitschrift fiir das gesamte 
Eisenbahn-Sicherungswesen, sometimes 
called Das Stellwerk, has added the 
words und Fernmeldewesen to its title 
to show, what has long been the case, 
that it deals not only with signalling, 
but telegraphs, telephones and every 
kind of indicating and communicating 
apparatus used in railway working. 
This paper first appeared on January 1, 
1906, under the patronage of the late 
Geheimer Baurat Eduard Scholkmann, 
a distinguished Prussian signal engineer, 
who died in 1909. It appeared for some 
years twice monthly, but is now issued 
four times quarterly, its contents being 
largely based on official information and 
dealing chiefly with signalling practice 
jn Germany, although from time to time 
articles from foreign contributors are 
published. A study of its pages gives 
an excellent knowledge of German 
methods in all matters relating to safe 
working. The title of the journal 
appears to us unnecessarily long, and 
we would venture to suggest that 
Eisenbahn-Sicherungs- und Fernmelde- 
wesen would be sufficient. There are 
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only two other journals entirely devoted 
to this subject, as far as we are aware. 
One is published in Russia and the 
other is our American contemporary, 
Railway Signalling, first published as 
The Signal Engineer in 1908. 


Kempe’s Engineer’s Year-Book, 
1935. London: Morgan Brothers (Pub- 
lishers) Limited, 28, Essex Street, 
Strand, W.C.2. 7}in. x 4} in. x 3 in. 
2,641 pp. Illustrated. Price 31s. 6d.— 
The forty-first edition of this encyclo- 
pedic work incorporates the consider- 
able improvements made in the last 
edition, reviewed in our issue of Janu- 
ary 26, 1934. The technical sections 
have, as usual, been revised and brought 
generally up to date, and the descriptive 
sections have been enlarged. We are 
glad to be able to record one piece of 
information which evidently reached 
Mr. Holcroft, who contributes the sec- 
tion on locomotives and rolling stock, 
too late for inclusion in this edition. 
It is that the L.M.S.R. has now ceased 
to build 4-4-0 locomotives. 


Files and Rasps.—Files and rasps 
in Vickers-Cyclops steel for a variety of 
operations are illustrated in a folder 
received from the English Steel Corpora- 
tion Limited, Vickers Works, Sheffield. 
The various surfaces available are 
shown in a series of enlarged views, in 
which the careful study expended over 
many years on tooth formation and 
angles are clearly in evidence. 

L.N.E.R. Ports, 1936.—The docks 
and harbours owned by the L.N.E.R. 
form a chain of ports reaching down the 
East Coast from the Tay in the north 
to Harwich in the south. In the tenth 
annual edition of the handsome hand- 
book issued by the L.N.E.R. in connec- 
tion with these ancillary businesses, 
each port receives a concise description 
illustrated by a large coloured diagram 
and a number of half-tone illustrations. 
In addition, details are given in sum- 
marised form of such facilities as har- 
bour, quay, and dock accommodation. 
The preface draws particular attention 


to the important extension schemes 
recently completed at Harwich and 
Grimsby. Altogether there are 175 


pages of information. 


The 1936 Travel Association Hotel 
Guide.—The Travel & Industrial De- 
velopment Association of Great Britain 
& Ireland has just issued its hotel guide 
for 1936. This is the only British hotel 
guide circulated exclusively overseas, 
not only among travel agencies, but also 
consulates, trade commissioners’ offices, 
and chambers of commerce. It contains 
essential particulars of more than 850 
hotels and restaurants, with explanatory 
notes in English, French, German 
Italian, Portuguese, and Spanish. De- 
tails given include maximum and mini- 
mum prices by day and week, number 
of rooms, whether the hotel is licensed 
or unlicensed, and whether it has hot 
and cold running water in its bedrooms 
The first edition, consisting of 40,000 
copies, has now been dispatched abroad 
and a second edition will be issued in 
April. 
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THE SCRAP HEAP 


PORTS AS THEY SEE THEMSELVES 

Let us see what the ports themselves 
have to say, without mentioning names. 

Port ‘‘A’’ advertises itself at 
various times as ‘‘ The gateway of the 
West,’’ and ‘‘ Industrial England’s 
natural gateway.’’ It publishes a map 
in which a line is drawn across Eng- 
land showing the greater part of th« 
country with a population of 20,296,000 
to be served by the port, leaving a 
matter of 17,590,000 which it does not 
presumably profess to serve. 

Port ‘‘B’”’ with becoming modesty 
announces that it serves an area of 
over 100 miles with a population of 10 
millions 


Port ‘‘C’’ says it is the ‘‘ direct 
rout to the heart of industrial 
Britain,’’ and again that it is ‘‘ the 
Port for the industrial North and 
Midlands.’’ Look at the map, it adds 


there are 12 million consumers 

Port D,’’ not so modest as some 
of the others, calls attention to the fact 
Britain’s Premier Port,’’ 

Puts the world: before you ’ what 
ver that may mean—and is Phe 
quickest way to the markets of Great 
Britain and is the centre for 16 million 


that it 1s 


pe ople 


Ports KE ire, according to them 


selves, ‘‘ The natural gateways to Eng- 
land’s Industrial Centres ’’ and serve a 
population of over 12 millions. 

Ports ‘‘ F’’ are ‘‘ Britain’s Western 
Gateways ’’ and they tell us, what we 
all surely know, that Time and Tide 
wait for no man.’’ 

Port “G” t& Britain’s Premier 
Port,’’ ‘‘ Great Britain’s greatest Port,’’ 
also the ‘‘ World’s greatest Port,’’ with 
a population of 20 millions of people 
within an- economic distributing area. 

Port ‘‘ H’’ is also the gateway to a 
big industrial area and the natural 
feeder of a population of 6 millions. 

Another Port, ‘‘ I,’’ only claims to 
be the distributing centre for 10 million 
people. 

These are taken at random, and as 
they are official pronouncements by the 
ontrolling bedies they are presumably 
intended to be taken seriously. But it 
is peculiar to find that there are at least 
two premier ports in the country, that 
there are so many natural gateways to 
the same places, and that the popula 
tion to be economically served through 
these ports is about 80,000,000. There 
ire several other ports of importance 
which do not advertise, and as they too 
must have inhabitants to serve in their 
vicinity, it really seems that the ideas 
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of port owners as to the populstion of 
Great Britain are somewhat inf!.teq.— 
From a paper by Sir David ]. Owen 
General Manager, Port of ndow 
Authority, on “‘ The Future Port 
Contro!, with Special Refeyvence to th 
Possibilities of Grouping,”’ read befor 
the Institute of Transport « Feb- 
ruary 10. 


* « ~ 
When I was at the Admiralt 1 the 
closing years of the last cent the 
name of a certain officer put 
forward for a good service p< nsion. 


He had an unblemished record }yut for 


one incident, which had occurre vhen 


he was a sub-lieutenant at Greenwich 
Naval College, when his papers wed 
that ‘‘ My Lords’ severe dis; sure 
had been expressed for an i oper 
answer returned to the exai 
and a footnote solemnly set the 
offence as follews: 

Question Describe a Daniell’s 
cell i 

Answer ‘ Not much is WI 
ibout Daniel's cell. It was p bly 


ibout thirty feet long by twe1 t 
wide: and full of lions. But tl ns 
are dead and so is Daniel Sle msit 
gloria mundi! ”’ 
\ type ot electric battery 

-From Doi hl thre Years,”’ by R 
Ho} S lusien Chamberlain, K.G 
P.C., M.P. (Cassell Co. Lia 








One Hundred Years Ago 


Extracts from the February, 1836, issue of ** The Railway Magazine” 
(afterwards ** Herapath’s Railway Journal '’) and the oldest constituent of 
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LONDON & GREENWICH RalILWway.- 
Yesterday the engines and carriages of 
the London & Greenwich Railway Com 
pany were again tried in the presencs 
of several scientific gentlemen from 
Cambridge and other places Two 
trains were in readiness at an early 
hour, and performed the trip between 
High-street, Deptford, and the Spa 
Road, Bermondsey, a_ distance of 
upwards of two miles, in four minutes. 
From the ‘‘ Public. Ledger,’’ of Janu 
ary 19 


LONDON AND BRIGHTON RAILROAD 

Avery numerous meeting was 
recently held at the Red Lion Inn, 
Dorking, to take into consideration the 
best means of promoting the success 
ful completion of the projected rail 
way from London to Brighton, by way 
of Epsom, Leatherhead, Dorking, and 
Horsham. Mr. Watkins said that he 
was authorised, as the agent of the 
Duke of Norfolk, to appear there and 
signify the unqualified approval of his 
grace and his son, Lord Surrey, of the 
line of road surveyed and laid down 
by Mr. Stephenson. He attended the 
meeting by the express desire of the 
noble Duke and his son, who were con- 
vinced that the line of road would be 
most extensively beneficial to Dorking 
and the adjacent places. Mr. Watkins 


concluded by moving the _ following 
resolution : 

Chat railways are, in the opinion of this 
ineeting, of great benefit to the agricultural, 
commercial, and manufacturing interests of 
this country, by affording the cheapest and most 
expeditious mode of convevance for passengers, 
goods, and agricultural produce ; and that the 
formation of a railway from London to Shore 
ham and Brighton, by the way of Epsom, 
Leatherhead, Dorking, and Horsham, will be 
of the greatest advantage to the county of 
Surrev, and to the town and neighbourhood 
of Dorking. 

Mr. Chaldecott, in seconding the 
resolution, expressed his conviction 
that a _ railway passing close’ by 
Dorking would infallibly prove a mine 
of wealth to the inhabitants. 


LONDON & BIRMINGHAM RaAILway.— 
rhe contractor for the immense tunnel 
at Kilsby is about to erect two steam 
engines of twenty-eight horse power or 
more, for the purpose of getting up 
the water and earth. One has already 
arrived, the other is expected daily.- 
From the “‘ Staffordshire Advertiser ’’ 
of December 12. 


RAILWAY FROM PRESTON ro 
GLAasGow.—Surveys are now making 
for a railway to connect the manufac 
turing districts of Lancashire with 
Glasgow, by way of Kendal and 


Carlisle [t is deemed a capital line 
Fron The Times’ of January 28 
FOREIGN RamiLways.—The works 


upon the iron railway from Paris to 
St. Germains are going on with un 
diminished activity notwithstanding 
the severe frost. There are upwards 
of 500 men emploved in the plains of 
Tivoli alone. 

BERLIN.—According to a letter from 
Frankfort, dated December 31, Prussia 
discourages the establishment of rail 
roads, while they are spreading over 
all other parts of Germany. Frankfort 
is about to commence its road to 
Mayence. Bavaria is preparing 4 
similar communication between Augs 
burg and Munich, and Austria is lay 
ing down its own railroad to Galicia 
and yet at Berlin every project of the 
kind is discouraged, and even the com 
pany which was formed for construct 
ing one of these roads from Berlin to 
Potsdam has been suffered to die 
away. 

BERLIN, JANUARY 3.—His Majesty's 
permission to make an iron railroad 
between Berlin and Potsdam is at 
length given, but in such a manner 
that the work can hardly be under 
taken; for now a decree of expropria- 
tion is annexed to it, so that the 
persons who undertake the work must 
treat separately with all the landowners 
im the direction of the road, which 
everybody knows is next to impossible, 
and we hear that a petition for a law 
of expropriation is preparing. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


INDIA 


Annual Administration Report 

I ual report on the administra- 
ndian railways during 1934-35 
it the earnings of all railways, 
incl » those with which the Govern- 
mel India is not directly con- 


ceri imounted to Rs. 103 crores, of 


tion 
show 


which Rs. 65 crores (63 per cent.) was 
fro ods traffic, Rs. 30 crores (29 per 
cent.) from passenger traffic, and Rs. 8 
crort 8 per cent.) from parcels, 
lugzaze and other’ miscellaneous 
sources As compared with the pre- 
viol year, the earnings under 
passenger and miscellaneous receipts 


showed an improvement of about 
Rs. 25 lakhs, while the earnings from 
200d traffic increased by about 
Rs. 2-75 crores. The earnings of 
State-owned lines increased from Rs. 86 
crores in 1933-34 to Rs. 90 crores in 
1934-35, the increase of Rs. 4 crores 


being principally under goods traffic. 
In spite of this improvement there was 
a deficit of Rs. 5 crores, which was met 
by mporary loan from the deprecia- 
tion fund 


Railway Mileage and Capital 

I total route mileage of all Indian 
Railways open on March 31, 1935, was 
43,021, of which the State owned 
31,670, or 74 per cent. At the end of 
the year, the total capital at charge on 
il] railways, including those under con- 
struction, amounted to Rs. 885 crores 
£664 millions), of which Rs. 795 crores 
£596,000,000) pertained to  State- 
owned railways. The balance of Rs. 90 
crores represented capital raised by 
Indian States, companies and district 
boards 

During the year, 71 miles of addi- 
tional lines were opened for traffic and 
1389 miles were under active construc- 
tion at the end of the year. Traffic 
surveys were also carried out for pro- 
jected feeder lines in the area irrigated 
by the Lloyd Barrage works near 
Sukkur, in Sind, and for a line from 
Badampahar to Joda intended to serve 
the iron ore deposits in the Joda area 
on the Bengal-Nagpur Railway. The 
Jhudo-Pithoro line, which is being built 
by the Jodhpur Railway administration 
to facilitate the movement of the in- 
creased volume of agricultural produce 
in the area affected by the Lloyd 
Barrage irrigation canals, will, on com- 
pletion, convert the Mirpurkhas-Jhudo 
branch into a complete loop of 114 
miles, having junctions with the main 
line at Jamrao and Pithoro. 


New Railway Facilities 
[he report states that in addition to 


the improvement in train services, 
progress was made, so far as funds per- 
mitted, in the direction of providing 
better passenger accommodation and 


improving the existing coaching stock. 


Programmes were drawn up for the 
provision of additional waiting rooms 
and waiting halls, covered and raised 
platforms, refreshment rooms for 
Mohammedans — and Hindus’ and 
vendors’ stalls. Improvements were 
effected in the arrangements for the 
supply of drinking water and _ for 
ensuring the cleanliness of carriages. 
Additional restaurant car services were 
also introduced where necessary. The 
importance of preventing overcrowd- 
ing in third class carriages continued 
to receive attention. All Class I rail- 
ways took a census of the number of 
passengers in third class carriages at 
least once in the year, and more often 
when circumstances required it. The 
census proved that instances of over- 
crowding were rare, the exceptions 
being almost always due to some 
sudden rush, such as a large number of 
marriage parties: the census results 
were, in practically all cases, placed 
before the Local Advisory Committees. 
Apart from the’ reductions in 
passenger fares made by railways in 
isolated sections of their systems, 
chiefly in competition with road motor 
services, certain railways made_ basic 
alterations in passenger fares or quoted 
special rates for coaching traffic and 
goods, the latter to encourage move- 
ment of particular commodities. 


Railway Accidents 


During the year, the total number 
of accidents caused by collisions and 
derailments of trains, fires and failures 
of engine, and rolling stock or the per- 
manent way, showed an increase of 148 
as compared with the previous year. 
Cases of train wrecking and attempted 
train wrecking were 17 and 107 respec- 
tively, a decrease of 3 and 9. The 
number of persons killed during the 
year through various causes totalled 
3,031. Of these, 2,019 were trespassers 
and 460 were cases of suicides. Persons 
injured decreased by 730. The total 
number of passengers killed decreased 
by 23 and the number of passengers 
injured decreased by 58. 

The report refers to the annual toll 
of breaches of the permanent way and 
destruction of bridges and other struc- 
tures causing interruption of traffic. 
Unprecedented floods in Assam resulted 
in extensive damage to Gauhati and a 
part of the Chaparmukhi-Salighat 
section of the Assam-Bengal Railway. 
A bridge on this line was washed away 
and traffic was suspended for a period 
of two to three months. This line was 
also visited by three cyclones of some 
severity, which, besides causing damage 
to staff quarters, capsized three 
passenger coaches. Due to simul- 
taneous floods in the Sone, the Gogra 
and the Ganges, a portion of the Bengal 
& North Western Railway between 
Sonepore and Chupra was breached at 
several places. 


The report explains in detail the 
orders of the Government regarding the 
representation of the minority com- 
munities in the railway services. The 
steps taken by the important railway 
administrations to counter road com- 
petition are also exhaustively dealt 
with. 


UNITED STATES 


Higher Car Loadings Continue 


Car loadings on the American rail- 
ways continue each week, as they have 
for approximately three months, at 
totals higher than for any year since 
1931. These totals are not an accurate 
measure either of earnings or expenses, 
but they are, nevertheless, probably the 
most useful indication of the trend of 
railway finances as they are so quickly 
available. Whereas detailed figures as 
to gross revenues, working expenses 
and net revenues are not published 
until more than a month has elapsed, 
total car loadings are made public each 
Friday for the week ended the pre- 
ceding Saturday. Freight revenues 
generally follow the car loadings, and 
since passenger traffic is also on the 
upward trend, the American railways 
are becoming more and more hopeful 
of the future. 


Securities Market Favourable 

The market for the securities of rail- 
ways which are safely solvent is ex- 
cellent. The Pennsylvania Railroad 
recently sold £3,654,000 of equipment 
trust certificates issued to finance the 
construction of 10,000 new freight cars, 
at under 2}? per cent. The same com- 
pany has called for redemption of 
£10,000,000 of outstanding 5 per cent. 
bonds and will issue 3}?.per cent. bonds 
instead. The Great Northern Railway 
has a maturity of £21,000,000 of 7 per 
cent. bonds to meet this year and at 
first proposed to offer 5 per cent. bonds, 
convertible into share capital, in ex- 
change, with its bankers underwriting 
such cash as would be needed at a com- 
mission of 1 per cent. However, the 
Reconstruction [Finance Corporation, 
which is committed to a policy of lower 
interest rates, advised the railway that, 
if the new bonds were issued at 4 in- 
stead of 5 per cent., and offered to 
the shareholders of the railway, the 
corporation would agree to take all the 
bonds not purchased by the _ share- 
holders without charging any fee for 
the service. The company has accepted 
the offer and thus stands to save no less 
than £600,000 annually in_ interest 
charges. The bankers, naturally, regret 
the loss of this business, but they ap- 
pear to have learned their lesson, as is 
shown by the low interest rate at which 
they have accepted the Pennsylvania 
loan. 

The favourable money market pro- 
mises to bring out much refinancing by 
the railways, saving them many 
millions in interest rates, to the advan- 
tage of the shareholders, most of whom 
have had no dividends for four or five 
years. The particularly low interest 
rates for equipment loans augur well 
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for railway purchases of cars and loco- 
motives during the coming year, always 
provided trattic continues to increase 
and the need for new equipment, as a 
consequence, becomes more acute. 


Expiry of Federal Co-ordinator’s 
Office 

The oftice of Federal Co-ordinator of 
[ransportation, held by Interstate 
Commerce Commissioner, Mr. Joseph 
B. Eastman, will expire in June unless 
it is extended by Congress: Mr. East 
man has recommended that the post be 
made permanent. The railways op 
posed the extension of the office last 
year, and presumably will oppose it 
now Che railway labour organisations 
have agreed to the discontinuance of 
the post provided the railway manage 
ments will make suitable arrangements 
to indemnify employees replaced in the 
event of railway amalgamation, or joint 
working of terminals: these employees 
ire protected under the law which 
established the office of Co-ordinator. 
The railways have indicated their wil 
lingness to discuss the matter with 
union representatives, and it thus ap 
pears quite probable that the fate of 
the post of Co-ordinator depends upon 
the extent to which the railway 
inanagements decide to meet the desires 
of the union chiefs; for it is conceded 
that if the unions ask re-enactment of 
the law, Congress will accede to their 
wishes. While the official railway atti 
tude is opposed to continuance of the 
Co-ordinator’s functions, there are 
many individual railwaymen who would 
like to see it continue, so highly do 
they esteem the wisdom and integrity 
of Mr. Eastman, who lives a life of 
almost ascetic devotion to the public 
service and to the public aspect of 
transportation policies in particular. 


SOUTH AFRICA 


Responsibility Allowance 

fhe Union Cabinet has now approved 
of the payment of a_ responsibility 
allowance [such as was referred to in 
our issue of February 7.+—Eb., R. G. 
to all the European railway staff with 
the exception of officers drawing more 
than £1,000 a year. The allowance 
will be paid monthly at the rate of five 
per cent. of ali salaries and wages, 
including quarters allowances or the 
value of quarters occupied, the value 
of rations, overtime and Sunday time, 
piecework and bonus earnings, but 
excluding territorial and climatic 
allowances, sick and_ injured-on-duty 
pay, transport, car and cycle allow- 
ances, expenses and all payments in 
recoupment of personal disbursements 
ind allowances or payments not repre- 
senting remuneration for work actually 
performed. 

The first payment will be made at 
the end of January in respect of the 
cariuings of the present month. The 
annual amount involved in the pay- 
ment of this allowance is estimated at 
£666,500, made up as follows: salaried 
staff (£600 to £1000 a year), £9,000: 
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salaried staff (under £600 a_ year), 
£146,500; daily paid graded staff, 
£451,000; European labourers, £80,009. 

As from July 1, 1936, the European 
labourers will have the option of sur- 
rendering one half of their allowance 
for a grant of clothing along the lines 
already outlined by the Minister of 
Railways, namely a suit of working 
clothes every six months and an over 
coat once in five years. 


ARGENTINA 


Audience with President to Discuss 
Transandine and State Railways’ 
Spheres of Influence 
On January 16, Mr. J. A. Goudge, 


Managing Director of the Buenos Ayres 
& Pacific Railway, who was accom 
panied by Di Luis P. O'Farrell, 
Chairman of the Local Board, was 
received in audience at Government 
House, Buenos Aires, by the President 
of the Argentine Republic, Lt.-Gen. 
A. P. Justo. The object of the visit 
was to discuss an arrangement for a 
division of the trathic between the 
Transandine Railway and the new 
branch of the State Railways, which is 
it present under construction between 
Mendoza and Pie de Palo, through the 
Provinces of Mendoza and San Juan. 
Whether or not any other matters were 
discussed at the same time, was not 
disclosed in the official notice issued 
to the press in regard to the interview. 
Labour Disorders in Buenos Aires 

During the tfabour’ disorders’ in 
Buenos Aires early in January, both 
the railways and tramways suffered 
damage to property, although the per 
sonnel of these concerns took no part 
in the movement. On January 7, an 
attempt was made to organise a general 
strike, with which the micro-bus ”’ 
owners and drivers allied themselves 
and withdrew their vehicles from the 
streets for 24 hours, greatly to the 
benefit of the tramways. The refusal 
of the railway, tramway, and some of 
the omnibus employees to associate 
themselves with the movement made 
them an object of vengeance on the 
part of the strikers, and a number of 
motormen and conductors were injured 
by stones and other missiles. 

So serious was the situation at one 
time, that the police were reinforced by 
troops, and guards were placed over 
the railway termini, tramway depots, 
electric supply stations, waterworks 
and other public utility centres. Dis- 
turbances occurred on the local section 
of the B.A. & Pacific Railway, where 
a milk train was stopped and looted by 
a mob of several hundred strikers, some 
of whom carried firearms; the contents 
of the milkcans were poured over the 
track. At one point an attempt was 
made to tear up the rails, failing which 
sleepers were placed across the track; 
and at a level crossing, an omnibus 
was set on fire fouling the track. As 
a result, practically all suburban traffic 
over this line was suspended from 
10 a.m. onwards. A main line train 
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from Mendoza to Buenos Ai: was 
heavily stoned when passing over the 
local section, most of the coache- being 
badly damaged, although fortinatelh 
no personal injuries were cause : 

Disturbances also occurred the 
B.A. Central Railway, where a »imber 
of coaches and wagons were burnt and 
damage done to the track, level cros 


sing barriers and other insta)!:tions. 
causing the service to be almost {otally 


interrupted. The working of so:ne of 
the surface lines of the Anglo-Argen- 
tine and Lacroze Tramways had also to 
be suspended, but their under.round 
services proceeded without is rrup 
tion. With the exception of the B.A 
Western Railway, the suburban tric 
services of which had to be suspended 
tor some hours, owing to threats of 
violence directed against the motormen 
none of the other railways wa iter 
fered with, and all their trains 1 as 
usual Ihe strike, which lasted «about 
24 hours, was confined to Buenos Aires 
and the suburban area, and did _ not 


extend to the provinces. 


Daylight Express to Cordoba 


With the opening of the summer 
holiday season, the Central Argentine 
Railway has again been called upon 
to handle a heavy passenger trailic to 
the Cordoba hills, and trains have had 
to be run in duplicate. .The regular 
night expresses from Buenos Aires and 
Rosario to Cérdoba have this summer 
also been supplemented by a bi-weekly 
daylight express, named El Serrano, 
with specially reduced fares. The train 
leaves Buenos Aires on Wednesdays 
and Saturdays at 8 a.m., and arrives 
at Cérdoba, 431 miles, at 7.50 p.m 
From Cordoba, the return journey is 
timed for Mondays and Thursdays at 
11 a.m., arriving at Buenos Aires at 
10.30 p.m. Seven intermediate stops 
are made each way. The price of the 
special 30-day return tickets issued for 
this train between Buenos Aires and 
Cordoba is $50.00 (£2 14s. 2d.) first 
class, and $28.00 (£1 10s. 4d.) second 
class. The train is equipped with a 
Pullman coach, for which a supplement 
of $6.00 (Gs. 6d.) is made. Holders of 
these tickets have the option of return- 
ing by any ordinary train, paying the 
usual extra charge for sleeping accom 
modation if required. 


BRAZIL 


Central of Brazil Alterations 

On January 1, 1936, various time 
table improvements and modifications 
were introduced on both the broad 
gauge and narrow gauge sections of this 
system. The night trains between Rio 
& Sado Paulo were those principally 
affected, considerable cuts being mad 
in the hitherto standard schedule ol 
12 hours, and representing accelerations 
of from 17 up to 73 min. The 11 hr 
7 min. schedule of the 9.0 p.m. (the 
Cruzeire do Sul), with its 12 stops- 
against 18 and 21 by the 7 and 8 p.m 
services respectively—gives an average 
of 44-9 km.p.h. for the 499 km. from 
Sao Paulo. The day trains, each with 
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23. st are virtually unaltered, tak- 
40 min. (Sao _Paulo-bound) 
{ r. 25 min. (Rio-bound). 
l! itstanding alteration in the 
ibu 1 service is the augmentation 
of t rvices, principally during the 
hours, on the Rio d’Oure sec- 
tion ncisco Sa to Belfort Roxo and 
con ig branches) and the Auvxiliar 
line tredo Maia to Sao Matheus); 
the | number of week-day trains in 
pot rections has been increased, on 
the ier from 54 to 70, and on the 
latt rom $0 to 92, a measure which 
she rve to relieve the serious over- 
( v on these two routes. 
Through Traffic Arrangements in 
State of Sao Paulo 
Rates Tribunal of the State has 
' | a communication from the 
( rcial Association of Sado Paulo, 
that the lack of through 
irrangements between the Réde 
cao Parana—Santa Catharina 
S Paulo-Rio Grande Railway) and 
systems serving the State of 
ulo was disadvantageous to com 
All that existed now was (a) 
reement between the Sao Paulo 
Rio Grande and the Sorocabana, and 
l rough the agency and under the 
ibility of the latter, an exten 
sit { this agreement to include the 


I 
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Estradas de Ferro Araraquarense, 
Dourado & Noroeste and the Sao Paulo 
Railway, all of. which had _ been 
excluded. In reply the Commercial 
Association received a communication 
from the Transport Secretary in Sao 
Paulo, stating that the matter would 
receive the Government’s closest atten- 
tion and enclosing a letter from the 
Sorocabana Railway, stating that its 
representative, Dr. Luiz Orsini de 
Castro, had raised this question at the 
meeting of Railway Representatives 
in 1930, and was already engaged in 
elaborating a scheme to facilitate 
through traffic between all the railways 
in the Southern States and_ those 
serving Sao Paulo. 


DENMARK 
Automatic Signalling 
With the adoption of electric trac 
tion on the Copenhagen suburban lines 
Jn 1934, it became necessary to increase 
the number of block sections on the 
Klampenborg line and _ reduce the 
signal operating time to a minimum. 
It was accordingly decided to adopt 


the automatic block system with 
colour-light signals. The power signal 
ling circuits already existing were 


modified to eliminate earth return for 
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there is an intermediate cabin, used 
only at certain times. 

The track circuits are of the impe- 
dance bond type, the running rails 
being used as the return for the 
1,500-V. traction circuit, with two- 
element track relays. To eliminate 
any danger from broken down insu- 
lated rail joints, which might lead to 
a false clear signal under certain con 
ditions, a somewhat elaborate circuit 
arrangement has been adopted, involv- 
ing more relays than is usual in such 
installations. This checks the regular 
operation of every relay and signal in 
turn, so that a section must remain 
protected if everything is not right. 


The signals have double-filament 
lamps, the reserve filament having 


tenth of the burning life of 
The ‘‘ normal clear ’ 


about a 
the normal one. 
system is used 
Dual Voltage Signal Supply 

Power is taken from a 380-V., 50 
cycle, three phase current, derived 
from a general main supply; there is a 
converter set at Copenhagen to enable 
current to be obtained from the city 
electric light mains, which are d.c., 
and also a reserve petrol generator set 
at Hellerup, which comes into opera 
tion if there is a failure of the power. 


The signal lights are connected to 








M ina, Paulista and Central Rail- the point machines, and the abolition different voltages by day and night to 
W What the association wanted of manual block posts enabled substan reduce the glare on the drivers’ eyes. 
W omprehensive scheme to include tial savings to be made. At Osterport, The apparatus was supplied by the 
e) railway in the State, citing the between Copenhagen and_ Hellerup, Ericsson signal works. 
e o . 
A Modern Invention Anticipated 
By R. E. WOLSELEY 

\ cooling system for railway coaches, vented a new and useful machine for the ordinary ventilators in the top, 

having much in common with the effectually ventilating and cooling rail- which must effectually ventilate the 


methods of ventilation applied to 
air-conditioned vehicles, was 
proposed in the United States eighty 
years ago by Job R. Barry, of Phila- 
delphia. The inventor was granted 
U.S.A. patent No. 12,851 on May 15, 
1855, and a clearer comprehension of 
the age of the device is gained when 
we cealise that the patent numbers 
have by this time reached the figure 
2,000,000. 

Mr. Barry’s invention, to which he 
gave his own name, was never put to 
practical use, and not until 1929, when 
the Baltimore & Ohio Railway placed 
an air-conditioned train in service, was 
any such scheme seriously considered. 
Mr 3arry declared that he had _ in- 


mode rm 


road cars, omnibuses, stages, and other 
closed vehicles, and for ventilating and 
cooling public and private buildings, 
whole or in part, steamboats, steam- 
ships, and sailing vessels.’’ He called 
it ‘‘ Barry’s Ventilating and Cooling 
Apparatus.”’ 

The inventor installed on a car a 
device suspended between the bogies, 
and near one pair of wheels. A belt 
on an axle drove a fan which supplied 
“2,500 cubic feet of air per minute 
when the car is going at the rate of 
20 miles per hour, and as this amount 
is about equal to the capacity of the 
car there will of necessity be a pressure 
outward through all the openings and 
cracks in the car, as well as out through 


























car and prevent the entrance of dust, 
smoke, and sparks,’’ to quote the in- 
ventor’s own description. “And as 
the air enters the car at a temperature 
of about 50 degrees,’’ he continued, 
‘‘ it is also evident that its temperature 
may be reduced to as low degree as 
comfort can require.’’ 

Two refrigerating wheels, one revol- 
ving in shallow water next to the fan 
and the other in deeper water next to 
an ice box, regulated the temperature 
of the air inflow. A return flue assured 
the re-cooling of air that did not find 
its way into the body of the car through 
the pipe and vents. 

Mr. Barry’s plan is, with variations, 
substantially that used today by the 
companies which cool their cars for a 
short time in the station before a 
journey. Some parts of it are retained 
even in the permanent conditioning 
systems. It cannot accurately be 
called an air-conditioning apparatus, 
however, for it conditioned the air in 
only one manner—toward coolness. 
Air-conditioning implies both the heat- 
ing or cooling of the air to a range 
of temperature that is satisfactory in 
either winter or summet. 








288 WHE RAILWAY GAZETTE 





February 14. 936 


FURTHER IMPRESSIONS OF OVERSEAS TRANSPORT 
II1I—Two famous South African bridges 


and their effect on communications 


By A. W. ARTHURTON, M.Inst.T., formerly Secretary, British Railways Press Bureau 


AM writing this seated on the veranda of the luxurious 
Victoria Falls Hotel, owned by Rhodesia Railways 
Limited, and looking across to the Victoria Falls rail- 

way bridge, which spans the gorge of the Zambesi River 
below the falls. The bridge is 650 ft. long and 400 ft. 
above water level, and consists of a central arched span 
of 500 ft., with a short straight span at each end. The 
construction by the Cleveland Bridge & Engineering 
Co. Ltd., occupied 12 months. The bridge was built 
out simultaneously from each side, and to enable this 
to be done a powerful transporter cable was flung across 
the chasm. The joining of the girders in the middle was 
effected on April 1, 1905. In 1930 the decking was raised 
and reconstructed to permit of the passage of motor 
vehicles, and now the railway runs along the middle of the 
bridge side by side with the road, and a raised footway 
is provided on each side. 

Situated just over 1,600 miles from Capetown and nearly 
1,000 from Beira, the falls are an ideal holiday resort 
during the winter months, and have become very popu- 
lar in recent years. The hotel ranks high among railway 
hotels. It is completely mosquito-proofed by means of 
wire gauzed doors and windows. In addition to facilities 
for golf, fishing, flying, motoring, &c., there is a modern 
open-air swimming pool in the grounds. The white-clad 
native waiters and attendants render their deft services 
to the guests with silent efficiency. 

To enable visitors to reach the many points of interest 
near the magnificent falls, which are nearly 23 times 
higher than those at Niagara and twice as wide, a man- 
power railway has been constructed from the hotel. The 
trolley cars, with seats on the knife-board principle, are 
built to carry eight persons, and are propelled by natives 
along a narrow-gauge track. The powerful ‘‘ boys’’ run 
without effort at the back of the trolley, pushing uphill 
and riding downhill with apparently equal ease. 

The Rhodesia Railways, like the Beira and Mashona- 
land Railways and the Shabani Railway are owned by a 
private company. They stretch from Vryburg, between 
Kimberley and. Mafeking, to Bulawayo, and to Elizabeth- 
ville on the Upper Congo, a distance of 1,500 miles; and 
from the Portuguese port of Beira on the East Coast 
through Salisbury to Bulawayo totalling altogether 2,708 
miles of track, situated mostly in the tropics, of 3 ft. 6 in. 
gauge. The section from Vryburg to Bulawayo is worked 
by the South African Railways. The staff of the 
Rhodesia Railways numbers about 3,400 whites and 
nearly 11,000 natives. 

At the heaquarters offices at Bulawayo I had the privi- 
lege of a long talk with Mr. H. Chapman, the General 
Manager, who, coming out from the old Midland Railway 
as Accountant some 36 years ago, has become General 
Manager of the railways, and is a Beit Trustee and a man 
of considerable importance in Rhodesia. I gathered from 
Mr. Chapman that traffic had increased considerably 
during the past year and that a rather more prosperous 
state of affairs existed, due primarily to the progressive 
activity of the copper mines in Northern Rhodesia and to 
the expansion of gold mining in Southern Rhodesia. 

Mr. Chapman had just returned from the opening of the 
Birchenough bridge over the Sabi River in Mashonaland, 
by Sir Herbert Stanley, Governor of Southern Rhodesia. 
his important bridge gives direct road connection between 





Umtali 80 miles distant on the Beira-Salisbury | and 
Fort Victoria. It is similar in design to the dney 
Harbour bridge, being designed by the same engin and 
has a huge single arch span of 1,080 ft. The bridge is 
the largest of its kind in Africa, and the third | irgest 
in the world. As with the Victoria Falls railway | ridge 
it was erected by building from both sides of t ive! 
simultaneously, and supporting each section by bles. 
The cost of the bridge was about £125,000, borne \y the 
seit Trustees, after whose Chairman, Si lenry 
Birchenough, the bridge was named. The co! tors 
were Dorman, Long of Middlesbrough. 

The importance of this road bridge from thi wal 
point of view is that it furnishes a shorter rout veen 
the port of Beira and the southern portion of Mashoialand 
round about Fort Victoria. By transferring pas-cngers 
and goods from rail to road at Umtali, the long cctou 
of 400 miles via Salisbury is avoided, and a consid rabl 
saving of time effected. One of the railway road motor 
services already runs from Umtali to the bridge «1 its 
eastern side, and another runs between Fort Victoria and 


Sosera, so that the link up is comparatively short. 1 ourist 
traffic to the celebrated ruins of Zimbabsos in the ici 
bourhood of Fort Victoria will be particularly benefited 
by this shortened route. 

South African trains are very heavy, both in Rhodesia 
and the Union, and are almos# invariably hauled by on 
engine. The average weight of the sleeping cars is from 
35 to 45 tons, and as many as 12 to 15 8-wheelers ax 
hauled on one train. The speed is not very great with 
such a load, stops being frequent and sometimes lengthy, 
and the gradients are very heavy in places. Victoria 
Falls is 2,994 ft above sea level, and Bulawayo 4,467 ft.; 
between these points the railway drops to just over 3,000 ft. 
at Lilane, and rises again to Mafeking. Johannesburg is 
nearly 6,000 ft. above sea level, whence the line alte: 
nately rises and falls towards the coast and Durban, 
sometimes like a switchback, with a long slow climb to 
the summit and a quick run down the other side. 

The South African Railways have over 2,000 locomo- 
tives, with an average tractive effort of 28,770 Ib. Nearly 
one thousand of these have a tractive effort exceeding 
30,000 Ib., and in 76 cases the individual tractive effort 
exceeds 46,000 lb., while eight of the locomotives have a 
tractive effort of 79,000 lb. 

The varied classes of minerals, merchandise, livestock, 
and agricultural produce, demand widely differing types 
of vehicles. For the transport of coal from Northern 
Natal and the Transvaal to the mining and _ industrial 
centres, hopper wagons are used, the standard type of 
which has a capacity of 45 tons. These wagons measur’ 
40 ft. x 8 ft. 2 in. inside, and are carried on two 4-wheel 
bogies. There are also a few hopper wagons in servic: 
having two 6-wheel bogies and a capacity of 60 tons, tare 
30 tons, but capable of carrying a load of 70 tons. 

For transport of coal to the ports and for traffic of a 
heavier kind, high-sided steel bogie wagons with carrying 
capacities up to 50 tons are utilised. Tank, maize, fruit 
and other wagons are in use for special classes of traffic. 

I was also struck by the size and length of the wagon: 
on the Rhodesia Railways. Some steel mineral trucks 
have a capacity of 40 tons and a tare weight of about 
12 tons. Certain box wagons carry 27 tons. 
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A NEW AUTOMATIC COUPLER FOR RAILWAY VEHICLES 


A fully automatic device, designed for electric 
rolling stock, but capable of adaptation to any type 


By R. I. D. ARTHURTON, B.Sc. 


HAT is believed to be the first British automatic 
coupler combining mechanical, air and electrical 


connections, has recently undergone successful 
tl n rolling stock operated by the London Passenger 
Ti ort Board. 
- new unit, which forms the subject of British 
P t No. 435,579, is to be known as Peters’ Wedglock 
au itic coupler, the manufacturing rights being held by 
G Peters & Co. Ltd. of Slough, who have been largely 
I nsible for developing and perfecting the apparatus. 
It incorporates as its main feature, mechanism for lock- 
il vo drawbar heads rigidly together so as to permit of 
he connection of electrical control lines and air brake 
pipes without the circuit faults which must inevitably re- 
sult from relative movement when running. Moreover, 


the design is such that any wear of the coupling mechanism 
which may, in course of time, result from constant 
coupling and uncoupling, is automatically taken up by 
the action of the parts so that the rigidity or tight locking 
referred to remains a permanent feature of the device. 

\s will be seen from Figs. 1 and 2, each coupler carries 
a projecting tongue on one side of the longitudinal centre 
line and is provided with a rectangular throat shaped open- 
ing on the other. Thus, not only is coupling established 
through two independent tongues—a valuable safeguard 
against possible failure—but, all units being identical, cars 
or train units may be turned end for end without affect- 
ing the coupling action. 

Coupling and Uncoupling 

Assuming, in the first place, that coupling is taking 
place on a straight track and that the couplers are cen- 
trally disposed, the action of the parts is as follows :— 

On the cars being driven together, the tongues A 
(Fig. 1) simultaneously enter their opposing throats and 
in doing so are swung laterally outward through a small 
ngle about their pivot points B. This brings them into 
contact with the front inclined faces of wedge pieces C, 
causing the latter to be forced longitudinally inward 





against the resistance of compressed air and an emer- 
gency spring in cylinders D. 
tongue is 


As soon as it is free to 


do so, each then forced laterally inward 











hig 1—Diagrammatic plan view show/nz ax omic couplers 
engayd 


by the front inclined face of its opposing wedge piece so 
that an angular face formed on its enlarged head engages 
a corresponding self-aligning abutment F in the body of 
the opposing coupler. By this time, the two coupler 
faces are practically in contact and wedge pieces c are 
free to return (under compressed air and spring action) to 
engage their tapered side faces with corresponding ones 
formed on the outer sides of the tongue heads. The angle 
of taper adopted is small, so that as the coupler faces 
come in contact with one another, each tongue is securely 
locked or wedged in the body of the opposing coupler, 
with the result that the two cars become joined together 
by what is virtually (neglecting the draw and _ buffing 
springs) a single rigid connection articulated only at the 
points where the drawbars are attached to the car under- 
frames. Provision is made for taking up wear on any of 
the contact surfaces by arranging for the stroke of the 
compressed-air cylinders to be in excess of normal require- 
ments so that wedge pieces are always forced as far as 
is possible towards the coupler faces. 


Safeguards Against Inadvertent Uncoupling 

In order to facilitate uncoupling, which is done by 
reversing the action of the compressed-air cylinders so as 
to withdraw the wedge pieces, the taper angle adopted is 
not so small as to be self-locking, although only a com- 
paratively small force is required to maintain the couplers 
tightly locked during tractive effort transmission. As a 
safeguard against inadvertent uncoupling due to failure 
of the compressed air supply to the cylinders or possible 
excessive tractive forces, there are provided adjacent to 
the taper faces on both tongues and wedge pieces, auxiliary 
faces parallel (when engaged) to the longitudinal centre 
line. These faces are indicated by dotted lines in Fig. 1 
and would become engaged betore the coupler faces had 
separated by more than a very small amount. Assuming 
correct design and selection of materials—matters which 
are naturally given close attention by the manufacturers— 
it is thus impossible for cars to become completely 
uncoupled except by deliberate action. In the remote 
event of the couplers becoming partially separated in the 
manner described on account of momentarily excessive 
tractive forces, they would automatically lock tightly 
together again the first time the rearmost car tended to 
overtake the foremost. 


Arrangement for Coupling up on Curves 

Provided each opposing coupler is approximately 
centrally disposed in relation to the centre line of its 
respective car—a condition automatically effected in the 
manner described later—coupling on simple curves with 
a radius as small as 150 ft. is satisfactory, the limit being 
dependent on the width of the coupler face. As the cars 
come together, the edges of the coupler faces toward the 
inside of the curve make contact, and the couplers are 
swung round to face one another about the pivot points 
of the drawbars on their respective underframes. Accu- 
rate alignment is ensured both by the entry of the tongues 
and by the rectangular shaped dowels seen at the bottom 
of the coupler in Fig. 2. A further function of the dowels 
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is to swing open the cylindrically shaped covers which 
serve to protect the two banks of electrical contact studs 
from dirt and moisture when the uncoupled unit is exposed 
at the end of a train. The covers return by spring action 
to their closed position on uncoupling. 


Suspension and Centring 


The method of suspension of the couplers is naturally 
influenced by the general design of underframes and draw 
gear. On the type of car selected for trial, a radial arm 
is pivoted on the underframe at a central point about 
3 ft. 6 in. back from the face of the headstock and carries 
at its outer end a roller supported and guided in a hori- 
zontal plane inside the headstock channel. At an inter- 
mediate point on this arm is a bracket projecting down- 
ward and carrying a bush through which passes the 
coupler shank seen in the background of Fig 2. The 
coupler is secured by nuts locked on the shank and is 
held in position longitudinally by draw and buffing springs 
on each side of the supporting bracket. These spring 
also support the coupler in 
a_ horizontal position when 
uncoupled, whilst sufficient 
clearance is provided in the 
coupler shank bush to allowof 
the vertical movement which 
takes place in the coupled 
position when the — train 
is passing over the maxi- 
mum change of grade on the 
system. The clearance in 
the shank bushes and _ the 
gathering range of the 
coupler tongues also allows 
of the coupling of cars of 
different heights, accounted 
for by tyre wear, spring 
setting, and so on. 

Sector bars underneath 
the couplers are carried by 
the headstocks and provide 
emergency support in case 
of spring failure. They also 
assist in the functioning of the centring devices used to 
align automatically the couplers with their respective 
cars so as to be ready for coupling on a straight or 
curved track. A centring device consists of a lever, 
pivoted transversely on the underside of a coupler, having 
a weighted tail which, in the uncoupled condition, falls 
into a slot in the sector bar at the central position. 
The head of this lever projects through the lower side 
of the coupler throat and is so formed that when, on 
coupling, the opposing tongue enters, the tail of the 
lever is raised from the slot in the sector bar, allowing 
the coupled units to swing freely in relation to the cars 
when travelling over a curved track. Moreover, the 
design is such that, should coupling be taking place 
on a curved track, the lever will be lifted from the 
slot before the couplers begin to swing round to face one 
another in the manner already described. 


Device for Re-centring Coupler after Uncoupling 
on a Curve 

After cars have been uncoupled on a curved track so 
that coupler units at one or both ends of a train are left 
out of the central position, such units will be automati- 
cally centralised by centrifugal action when the train 
travels over a suitable curved track. It will be appre- 
ciated that this centralising action is made possible by 
the freedom given by the roller rovided at the end of 
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the radial drawbar arm, and also that once the tail 
of the centring lever has engaged in the sector b: © slot, 
no further swinging of the coupler unit takes pla e and 
the coupler concerned is in readiness for coupling when 
the next occasion arises. 

Circumstances may sometimes arise in which cou; ing is 
necessary at points of transition such that cen: alised 
couplers will not meet one another within the gai ering 
range of the tongues. Should this condition obtaii., it js 
a simple matter to release the centring levers fron. their 
slots by hand pressure on the lever heads and swi: ¢ the 
couplers so as to face one another before couplii It 
may here be observed that coupling in these rather wu: usual 
circumstances constitutes the only occasion on which it 
is necessary for a driver to descend to the track in con- 
nection with the operation of the Wedglock autoinatic 
coupter in its present forn. Moreover, if this limitation 
were considered of any moment, the problem of remot 
sctting fron the driver’s cab would be by no means jin- 
superable, whilst the provision of mechanism for constantly 





Fig. 2—Front view of coupler unit 


swinging a free coupler parallel to the adjacent bogie, 
would not only obviate hand setting but would eliminate 
the need for a centring deyice altogether. 


Controlling Mechanism 


Uncoupling is controlled by means of a push button 
on either of the connecting cars, precaution against un- 
authorised operation being made by suitable electrical 
interlocking. |The special electro-pneumatic control 
mechanism devised for the purpose not only causes the 
withdrawal of the wedge pieces C (Fig. 1) in order to allow 
the cars to be separated but, immediately prior to this 
action, closes valves corresponding to end cocks in the 
air brake pipes, and completes certain circuits in con- 
nection with auxiliary apparatus on what now become the 
ends of two trains. 

Coupler control units are located adjacent to every 
coupler, the circuit from the uncoupling push button on 
each car being connected through the couplers themselves 
to the opposite car so that the two control units perform 
their functions simultaneously. 


Coupler Always Ready for Re-coupling 
A special feature of the control mechanism is that after 
uncoupling, the wedge pieces c are automatically returned 
to their outer position after a short predetermined time 
interval, so that coupler units are once more in readiness 
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for coupling. The action of coupling thus becomes purely 
automatic, brake pipe valves being opened and certain 
switching arrangements being accomplished immediately 
cont is made between certain studs in the electrical 
section of the couplers. 

s| 1able cars to be uncoupled in the unlikely event of 
the ypressed air supply not being available, a simple 
met ical arrangement for withdrawing the wedge pieces 
is pl ded. 


Constructional Features 
fie coupler units are of built-up steel construction and 


are relatively light in weight. The main backbone is 
formed in one piece with the shank from Class D steel and 
has riveted to it the top and bottom plates enclosing the 


mechanism. The front plate or face, bolted on to the 
body to facilitate machining, has stiffening flanges elec- 
trically welded at the top and bottom, which carry the 
bearings for the cylindrically shaped covers over the elec- 
trical contact studs. The tongues, also in Class D steel, 
hardened steel strips inserted to form the taper lock- 
ing faces, whilst the wedge pieces are in hardened high 
tensile steel, as are also the self-aligning abutments EF 
(Fig. 1). The latter, together with the hardened wedge 
backing plates F are readily detachable for renewal in 
case of necessity. 


Details of Wedge-operating Cylinders and 
Self-sealing Device 

[he wedge-operating cylinders are in cast iron, their 
vunmetal pistons being provided with cast iron rings to 
minimise the passage of air without interfering with their 
essentially rapid movement. A _ self-sealing device of 
special design prevents loss of air when wedges are in the 
normal position, whether units are coupled or not. 

As seen in Fig. 2, three rubber air pipe flanges are pro- 
vided on the face of each unit, the central one serving 
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to unite the air brake reservoir line, whilst the outer ones 
are duplicate train line connections to provide for cars 
being turned end for end. Air brake pipes and wedge 
cylinder control pipes are connected by flexible hoses from 
couplers to the corresponding control units on the car 
underframes. 

Electrical contact studs are spring-mounted in insula- 
tion blocks as indicated in Fig. 2, whilst connection boxes 
behind the coupler faces accommodate the flexible cables 
necessitated by the small movement of the studs when 
coupling and uncoupling. 


Field for the New Coupler 

Although, as will be appreciated from the preceding de- 
scription, the Wedglock automatic coupler has been de- 
veloped primarily for the coupling of multiple-unit elec- 
tric stock, the principle is adaptable to any type of rail- 
way operation or indeed to the coupling of trailers to road 
vehicles, platform trucks, &c. For main line rolling 
stock, operation from the vacuum supply and the accom- 
modation of steam heating pipes in the couplers should 
present no difficulty, whilst for freight stock not fitted with 
continuous brakes, spring coupling and a hand lever or 
chain for uncoupling would be feasible. 


Standard Brake Van Usable for Slipping Coaches 

The new coupler would also appear to be eminently 
suitable for slip-coach working, and the possibility of 
being able to utilise any standard brake van for the pur- 
pose might tend to popularise this convenient method of 
serving intermediate stations. 

The thanks of the writer are due to the London Pas- 
senger Transport Board and to G. D. Peters & Co. Ltd. 
for permission to publish this article and to the latter 
organisation for the drawing and photograph from which 
the illustrations were prepared. 








*¢An English View of Reichsbahn Architecture ”’ 


]NDER the above title our German contemporary, 

Verkehrstechnische Woche, commented in a recent 

issue on an editorial note headed ‘‘ A German Signal 
Box,’’ which appeared in our issue of August 10, 1934. 
In the course of the remarks it says: ‘‘ In an English 
technical railway journal, THE RAILWAY GAZETTE for 
August 10, 1934, we find an illustration of the signal box 
it Winterschneidbach near Ansbach with the following 
comment added to a note on German signalling.’’ (Here 
follows a translation into German of the text of our 
editorial note.) ‘‘ We agree that the architectural pendu- 
lum has swung into the region of crudity, but precisely 
what constitutes crudity is a matter for much diversity 
of opinion. When the writer came to know English archi- 
tecture in his own experience in 1925, he had to accustom 
himself to the use of Tudor-Gothic construction not only 
as an educational thing, but for real work and in everyday 
buildings. The work of Hdéger Kreis and_ others 
in Germany—work which we were so enthusiastic about 
then and which we still admire, work which seemed to 
combine the best results of tradition with modern develop- 
ment—this caused the Englishman to hold his hands to 
his head and declaim against Bolshevism. In recent years 
a new view has obtained support in England and buildings 
for transport undertakings have appeared, on modern 
ines, without any previous development. The English 
man is here, as elsewhere, an eclectic. He takes what 
ther countries have to offer him, countries in which 
irchitects have fought their way, while occupying them- 
selves seriously with the question of giving a new life 


e ] - - . ot 
d impetus to their profession, from the style familiai 


( 


in their youth, through the functional and practical, to a 
clear perception of the purpose of architecture in this age 
of technical development.”’ 

We are pleased to find that our words have called forth 
such an interesting comment from the Verkehrstechnische 
Woche, and that our German contemporary agrees with 
us that some of the modern architecture is crude. Critics 
may differ over ‘‘ crudity,’’ as they do over beauty, but— 
judging from recent works—the ‘‘ purpose of architecture 
in this age of technical development ’’ is even more a 
matter of opinion. If that purpose is merely to protect 
workers from the weather, and to enable them to carry 
out their tasks in a convenient and orderly sequence, then 
the new style certainly fulfills it. But if architecture is 
the art of arranging and clothing essentials with some out- 
ward comeliness, then we feel that modern architecture 
has failed, or perhaps it would be truer to say that it 
seems deliberately to refrain from making the attempt. We 
admit that Englishmen are eclectic, in the sense that we 
are inclined to hail anything’ foreign as the thing, but we 
usually manage to give an insular twist to our adoption 
of such pioneer work, as is shown by those of our transport 
buildings that have been designed on modern lines. Prob- 
ably all new architectural styles, as they were adopted, 
made the Englishman of the previous generation hold his 
hands to his head, but not necessarily in front of his eyes, 
as certain examples of the modern stark fashion tempt 
us to do. Perhaps a clear perception of the purpose of 
architecture will show that it is something more than just 
designiig structures for keeping out weather and letting 
in light. 
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NEW AND ECONOMICAL SYSTEM OF SINGLE-LINE SIGNALLING, 
PILMOOR-KNARESBOROUGH, L.N.E.R. 


branch line 
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is now operated without 


semaphore or colour-light signals, their places being taken by 


. fixed (or in a few cases moving) boards. 


These boards, except 


when on station platforms, are fitted with reflex lenses, which 
are illuminated at night by powerful electric engine headlights 


> N Tuesday, February 11, the London & North Eastern 

O Railway brought into use this new system of signal- 

ling—which has been sanctioned specially as a pro- 
visional measure by the Minister of Transport—on the 
13-mile branch line between Pilmoor and Knaresborough 
in the North Eastern Area. Traffic on this branch con- 
sists of a minimum of three and maximum of six trains 
each way daily in ordinary service. The system, by 
abolishing the semaphore signal, reduces the operating 
costs of such a branch line to a minimum. 

Between Pilmoor and Knaresborough there are three 
intermediate stations and four public road level crossings, 
two with gates closing across the railway and two with 
field gates opening away from the line. Previously there 
had been only two staff-and-ticket operating sections, but 
there are now four, Pilmoor, the three intermediate 
stations, and Knaresborough Goods junction all being 
staff stations. | Two-lever ground frames have replaced 
the signal boxes at the intermediate stations, one lever at 
each being used to operate a plunger and the other the 
points: special keys releasing these frames are kept at the 
stations concerned, but they cannot be used until what are 
known—and described below—as the station boards at 
those particular stations have been locked in their normal 
positions. The existing ground frames at Humberton and 
Roecliffe outlying sidings are released by a key, attached 
to the staff or ticket for the section. Block instruments 
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Sketch map showing the position of the Pilmoor-Knares- 
borough branch line, North Eastern Area, L.N.E.R. 





have been dispensed with throughout, and the block bell 
only retained: semaphore signals have also been dispensed 
with entirely. 


The New Types of Signal 


The new signals at the stations consist of location 
markers, section limit boards and _ station boards, 
approached in the order named. The location marker is 
fixed some 800-900 yd. from the station board, and the 
section limit board 150-200 yd. from the station board, 
these distances depending on gradient and sight. The 
location marker consists of a horizontal board 7 ft. 6 in. 
long, by 1 ft. 6 in. wide, painted with alternate black 
and white diagonal stripes 5 in. wide and provided with 
{-in. diameter white reflex lenses in zig-zag formation, 
which are illuminated at night by the special searchlight 
type headlamp fitted to all locomotives working on this 
branch, and described below. This signal constitutes « 
warning to the driver that he is approaching the section 
limit and is the equivalent of a fixed distant signal. 

The section limit board consists of a vertical board 
6 ft. 3 in. long by 1 ft. 6 in. wide painted in alternate 
red and white diagonal stripes 5 in. wide and provided 
with a border of {-in. diameter white reflectors, round 
the outside edge, and three red clusters made up of {-in. 
and 1}-in. lenses to form circles 5}-in. diameter down 
the centre of the board. This board virtually constitutes 
a stop signal, and drivers must stop at it unless the station 
board, which is situated on the platform, displays either 
a green square in the centre during the day or a green 
light at night. 

The station board is 4 ft. 0 in. square, painted white 
and provided with a trap in the centre 1 ft. 6 in. square: 
it is raised about 12 ft. 6 in. above rail level. This trap 
is painted white and, if closed, cannot be distinguished 
from the surrounding board when viewed from the sec- 
tion limit board. It is hinged at the top and, when open, 
engages with a catch at the top of the board, and reveals 
a green square during the day and a green light at night, 
the green light being provided by an ordinary standard 
long-burning oil lamp behind a circular green spectacle 
in the board. This board is rotated on its vertical axis 
to display the side with the trap for the purpose of 
bringing trains into the station from either the up or down 
direction according to circumstances. The trap must first 
be opened, however, and this cannot be done unless the 
person in charge of the station has previously unlocked 
it by means of the special key, the possession of which 
ensures the ground frames controlling the points being 
locked normal. The operation of the trap then holds the 
key in the lock and prevents its use at the ground frames. 


Level Crossing Protection 


The new signals protecting the level crossings consist 
of gate caution boards and gate stop boards. The caution 
boards are fixed about 600 yd. from the stop boards, 
which are situated on or immediately in front of the 
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tbove : Location marker board. It is 7 ft. 6 in. 
long and | ft. 6 in. wide, and is painted with 
alternate black and white diagonal stripes 


D 5 in. wide 


Right : Section limit board (6 ft. 3 in. x 1 ft. 
6 in.) with 5-in. red and white diagonal stripes. 
The station board may be seen on the platform 


in the background 
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Station board at Boroughbridge with trap open for the admission of a train from the direction 
of the other end of the station 
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Level crossing gate stop board (red and white) and ground frame at crossing where the gates do 
not close across the line 
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Special lock at field gate crossing showing bolt locked in, Gate caution board (white with yellow and black diamonds) 
and partly withdrawn key, which can be removed from in the vertical position showing that the gate is open to 
the lock only when the bolt is home road traffic and that the gate board ahead shows “ stop” 

















Gate stop boards affixed to gates that close across the railway, as seen from the road when a train is due 
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Diagrams of signals at a station, and at two types of level crossing 


level crossing gates. The boards are interlocked with 
the gates in the case of Pilmoor and Wath Lane field gate 
crossings by a system of key locks which ensures that 
both gates are bolted across the roadway before the keys 
can be withdrawn to release the ground frame controlling 
the boards. Both gate keys must be inserted in the ground 
frame before it can be operated, and the keys are then 
locked in the frame until the levers are again restored 
to normal. At Myton Road the gates are boltlocked by 
the release lever, the key locks not being suitable for four 
sympatheic gates, and at Humberton the existing gate 
catches are retained. 

The gate caution board is 4 ft. 0 in. square, painted 
white with yellow and black diamonds and the word 
‘“GATE’”’ in {-in. diameter white reflectors across the 
centre. It is revolved about a horizontal axis by a signal 
wire from the ground frame at the crossing. When in 
the vertical position it indicates to the driver that he 
must be prepared to stop at the gate stop board. When 
tilted horizontally it indicates ‘‘ all right, proceed.”’ 


Level Crossing Stop Boards 

The gate stop board is also 4 ft. 0 in. square and is 
painted white with one large red diamond and the word 
‘Stop ”’ in white reflectors vertically down the centre. 

In the case of Humberton and Myton Road crossings 
the gate stop boards are fixed on the gates themselves, 
as the gates at these crossings close across the railway. 
In these cases the “all right, proceed’’ is given when 
the gates are across the roadway, i.e., the stop boards 
are no longer visibie from the railway. These boards 
then also form an excellent target when viewed from the 
roadway, and the back is painted to correspond with the 
front for this purpose. The red lamp has, however, 
been retained on these gates in accordance with usual 
practice. 

At the field gate crossings, however, rotating boards 
similar in structure and in method of operation to the gate 
caution boards, are provided. When each board is in 
the vertical position it indicates to the driver that he must 
stop until the board is pulled to the horizontal position 
by the gatekeeper. This position as in the case of the 
caution board indicates ‘‘ all right, proceed.’’ 

The crossing keepers are provided with telephone facili- 
ties for communicating with the stations on either side of 


each level crossing and the caution boards are in all cases 
electrically repeated. 

The general appearance of all these boards is very 
striking, and at night those fitted with reflex lenses present 
a remarkably brilliant indication. Being fixed with their 
centres at a maximum height of 5 ft. 6 in. above rail 
level, they are more readily seen in fog than the old 
semaphore signals. The location marker and section limit 
boards are constructed of teak and mounted on concrete 
posts. The remainder are also of teak mounted in welded 
steel frames standing in concrete foundations. 

All actual boards, excepting those on the station plat- 
forins, are given a normal tilt forward of 2 deg. to avoid 
the reflection from their surface interfering with the 
efficiency of the reflex lenses when these are illuminated. 


Special Engine Headlights 

The special type of powerful electric headlamp fitted 
to the engines working over the branch is clamped on to 
the left hand lamp iron over the buffer beam, the better 
to illuminate the boards at nights, and is supplied by 
J. Stone & Co. Ltd. It has a 9-in. diameter adjustable 
silvered reflector, and, with the 24-watt bulb used, gives 
a remarkably powerful beam, enabling the boards to be 
picked up at over 700 yd. under favourable conditions: 
sufficient spread is available in the beam of light to allow 
for curves. A 6-volt, 60-ampere-hour accumulator in a 
strong all-steel case is carried on the right-hand lamp iron 
on the engine, the connection to the head lamp being made 
by an armoured jumper with screw-down plugs. Both 
headlamp and battery are readily detachable. 

Spare sets are provided at each end of the branch to 
cover cases of excursion and other traffic working through 
the branch at night, but under normal conditions the line 
is closed after about 9.30 p.m. Special arrangements have 
also been made to ensure that batteries properly charged 
will be available to cover any conditions of emergency. 

The scheme was developed in collaboration with, and 
to meet the requirements of, Mr. C. M. Jenkin Jones, 
Superintendent, and Mr. C. M. Stedman, Locomotive 
Running Superintendent, North Eastern Area, L.N.E.R., 
and the work has been carried out under the instructions 
of Mr. John Miller, Engineer, to the designs and under 
the supervision of Mr. A. E. Tattersall, Signal and 
Telegraph Engineer. 
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MIXED-TRAFFIC LOCOMOTIVES FOR THE 
EGYPTIAN STATE RAILWAYS 


NEW 


An order for fifty of these engines was placed with the 
North British Locomotive Co. Ltd. Some of them have 





already been delivered in 


ugypt and are now in service 





HE North British Locomotive Co. Ltd. which received 
an order in the latter part of last year, for fifty 
locomotives for the Egyptian State Railways, has 

already despatched to Egypt several of the engines which 
are now in service. Built to the designs of the Chief 
Mechanical Engineer, Mr. C. E. Spurgeon, and under the 
supervision of the Chief Inspecting Engineer, London, the 
locomotives are of the 2-6-0 type specially designed for 
light axle loads. Thirty are fitted with piston valves and 
Walschaerts gear and twenty with Caprotti poppet valves. 
The engine illustrated, No. 638, belongs to the piston 
valve series. 

The rods and motion parts are all of Tormanc special 
steel, a ductile low carbon manganese molybdenum steel 
of 40-45 tons tensile, with high impact value, supplied 
by Samuel Fox & Co. Ltd., Sheffield, the rods being 
forged and heat treated at the builder’s works. The frames 
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are of steel plate well stayed by stretchers of cast steel, 
the axlebox guides being of horseshoe form fitted with 
wedges and liners. The bearing springs for the coupled 
wheels are underhung and attached to brackets arranged 
by links in tension. The truck is of the swing bolster type 
with three-pin links, the frame being constructed of plates 
and the bearing springs overhung. 

The boiler barrel is slightly tapered with an external 
diameter of 5 ft. 3 in. at the front end and 5 ft. 5? in. 
outside diameter at the throat plate; the distance between 
the tube plates is 11 ft. 1% in. The firebox is of the 
Belpaire pattern 8 ft. 5 in. long outside by 3 ft. 11} in. 
wide at the foundation ring. The inner firebox is of steel 
and the outer rows of water space stays of copper, whilst 
the inner rows of stays are made of Dunic steel supplied 
by Samuel Fox & Co. Ltd., Sheffield. The crown plate 
is supported by steel stays screwed into the inner and 
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Drawing showing general dimensions, capacities and weight of engine and tender 
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outer plates, with the ex- 
ception of the front two 
rows which are of the 
sling type. The large 
and small flue tubes are 
of steel. The inlet to the 
main steam pipe is 
located at the highest 
point of the boiler above 
the firebox tube plates. 
The Melesco superheater 
is of the multi-valve 
header type with twenty- 
four elements. The fire 
grate is of the rocking 
type with drop plate at 
the front end. 

All the engines will be 
provided with  Fried- 
mann live steam injec- 
tors, Detroit sight feed 
lubricators, Klinge:s 
water gauges, Evrit 
blow-off cocks, Lambert 
sanding, Britimp Metal- 
lic packing, Ross safety 
valves, Stone’s . electric 
lighting, and Alfol insu- 
lation. 

Forty engines will de 
fitted with Davies & Met- 
calfe exhaust steam in- 
jectors, five’ with 
A.C.F.I. feed water 
heaters. five with Heinl 
feed water heaters, five 
with Kylchap __ blast 
pipes, and ten with 
Clyde soot blowers. 
Ten engines will have 
Ajax grease lubrication 
to the axleboxes and 
Tecalemit grease nipples 
for coupling and con- 
necting rods, valve gear 
and brake; twenty will 
have Deuta speed indi- 
cators, and two will have 
Ajax firedoors. 

The tenders are of the 
six wheeled type, with 
steel plate framing. The 
tanks are of fabricated 
construction, with a 
capacity of 3,700 gallons. 
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Interior of cab showing arrangement of controls and fittings 


Space is provided in the bunker for 6 tons of coal. Heating surface- 


Vacuum and hand screw brakes are applied to all wheels. 


Small tubes 
Large tubes 


The bearing springs are of the laminated type and placed Firebox 
over the. wheels. SKF roller bearing axleboxes will be 


provided on twenty tenders. 


A view of the commodious cab, 9 ft. 7 


reproduced on this page. 


The following are the main particulars: 


Cylinders 
Diam 
Stroke 
Wheels 
Coupled, diam 
Truck, diam 
Wheelbase 
( oupled 
Total, engine . ; 
” engine and tender 


17? in 
28 in 


Total 
in. wide, is 
Superheater surface 
Combined total 


Grate area . 
Boiler pressure sal ie ira 
Weight in working order: [Engine 
lender 
6} in 
8} in. Total 


9 in, Adhesive weight 


114 in. Tractive force at 85 per cent. boiler pressure 


8 in, Factor of adhesion 


889 sq. ft 
368 
149 


406 


250 
656 


25 
225 Ib. 
63 tons 
434 


1063 
51 tons 


25,270 Ib. 11-28 tons 


4°52 
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RAILWAYS AND 
ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Road Competition in Manchukuo 
iew of the universal concern of railways in road 
npetition, a few notes upon the regulations in force 
the running of road services in Manchukuo may 
nterest. Of a 5,000 aggregate route-mileage of bus 
s throughout that country, about 2,300 are operated 
vernment, through the medium of the State Railways 
directorate and the balance by private initiative. All 
bus services operating (a) parallel to railways, (6) over 
routes which, it is expected, will be followed by future 
railways, or (c) in undeveloped areas—including those 
required in the interest of the maintenance of law and 
order—are under State Railway management: all other 
bus lines are left to private enterprise. As well as elimina- 
ting competition, this governing system encourages private 
bus undertakings to open up the country laterally to the 
railways and so act as feeders to the latter. On the other 
hand bus owners are relieved of the obligation of balancing 
their profitable lines by operating others at a loss in areas 
where the maintenance of services, or even the assurance 
of earnings is likely to be hazardous, so that they too 
should welcome the general distribution of the roads in 
Manchukuo, where a strong and impartial Government 
makes this possible. 


C. &. D. in the U.S.A 


gap agen the railways of the West and South, and 
the Pennsylvania and the Erie in the East, decided 
to inaugurate collection and delivery of all less-than- 
carload freight free of charge, and with an allowance of 
23d. per 100 lb. to traders who elect to do their own carting. 
This allowance is believed to be too modest to attract many 
traders and, consequently, collection and delivery by the 


railways is expected to increase greatly. The railways 
hope, also, by extending this service to retrieve some 
traffic from the road and from the forwarders, who 
assemble small shipments and make them into carloads, 
taking advantage of the lower rates thus available. The 
American Trucking Associations fought the railways’ free 
collection and delivery plan before the Interstate Com- 
merce Commission unsuccessfully; the commission, with 
a dissenting minority, refused to suspend the. tariffs. 
Incidentally, it may be noted that the Pennsylvania rail- 
way reports that during 1935 well over 4,000,000 collection 
ind delivery shipments were handled, a 50 per cent. 
increase over 1934—the first full calendar year of opera- 
tion. The C. & D. operations now produce nearly one- 
third of all the railway’s less-than-carload business. 

The Interstate Commerce Commission has again post- 
poned until March 2 the date when highway carriers must 
file their tariffs (and thereafter adhere to them). The 
work of issuing ‘‘ certificates of convenience and _neces- 
sity '’ authorising carriers in operation when the regula- 
tory law was enacted last August to continue, has so far 
taken all the time of the staff. February 12 was the last 
day when these certificates might be applied for as a 
matter of right. After that date certificates authorising 

lor hire ’’ services on the highways were to be granted 


only after hearings at which public ‘‘ convenience and 
necessity ’’ must be shown. Probably the Motor Carrier 
Act will eventually help the railways, but it has not so 
far done so. 


Donkey Work 


~O* another page reference is made to the excellent 
results obtained with the Road Motor Services 

organised by the South African Railways. In his 
annual report the General Manager again has to stress 
the severe competition with railways and road services 
from the donkey teams employed for the carriage of highly 
rated goods between the ports and inland towns. Ironi 
cally enough, the commodity which figures most promi- 
nently in this diversion is petrol. Only highly rated goods 
are transported in this way as it is only thereby that 
the operators of this donkey transport can gain their 
harvest. Although it is scarcely feasible that all animal 
transport can be effectually controlled, the report adds 
that it is abundantly clear that, unless some form of 
restrictive legislation is introduced to deal with this menace, 
the position will steadily grow worse from the point of 
view of the railways, apart from other unsatisfactory 
features usually associated with animal transport, such as, 
for example, congestion of roads, and cruelty to animals. 


The Western S.M.T. Co. numbers among its large fleet of 

single deck vehicles many A.E.C. Regal service buses. This 

vehicle is seen leaving St. Enoch station, Glasgow, on a 
route running down Clydebank to Gourock 
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N the review* of the activities of the Great Western 
I R ay during the past year, lengthy reference is 
to the development of the Road Transport 


Department. It is pointed out that tonnage, which is the 
measure of activity in the department, continues to increase 
substantially, but owing to a rise in the price of certain 
commodities on which road transport depends, for 
example, petrol, tyres, and more particularly, provender, 
the fall in cost which should have followed from economies 


in operation has not been maintained. 

The general collection and delivery services contributed 
their share in the increased move- 
ment, but heavy tonnage, prin- 
cipally feeding stuffs for cattle, 
artificial manures, roadstone, &c., 
was moved to points beyond the 
scope of ordinary collection and 
dehvery boundaries, to meet the 
requirements of the rural com- 
munity. In addition, the trans- 
port from rail to the site of 
operations was undertaken in 


connection with several special 
contracts, such as the building 
of schools, cinemas, and_ the 


Government’s new aerodromes. 
The latter proved to be no light 
task as, in addition to the heavy 
trafic and the rapidity with 
which it was required, the con- 
ditions at some of the sites were 
abnormal owing to wet weather, 
and the vehicles employed were 
often bogged in soft ground. 


New Stock and Renewals 

Further additions to the equipment, costing over 
£80,000, have been authorised by the directors. The 
“articulated ’’ type of vehicle turned out to be all that 
Was anticipated, and will eventually form the nucleus of 
the cartage equipment for the ordinary collection and 
delivery work at most goods depots. A certain portion 
of the new equipment will be devoted to replacement of 
horses, but the time when the horse will disappear from 
the company’s stations is not yet in sight, as the authorised 
stud is still two thousand. 

The upkeep of the company’s motor fleet demands a 
regular system of renewals, and the amount authorised 
by the directors for this purpose in 1935 was £60,000. 


Special Types 

One or two unusual vehicles were included in the year’s 
purchases. A light type for parcels work was constructed 
on simple lines, with a two-stroke low-speed engine, an 
epicyclic gearbox, and special differential of simple con- 
struction, and it is hoped that maintenance expenses of 
this vehicle, in view of the light demands upon it, will be 
very low. A new form of six-wheeled lorry with a super- 
power eight-cylinder engine has been obtained to meet 
the boggy ground conditions previously referred to. This 
lorry is generally used as a tractor assisting the loaded 
vehicle. It has only recently begun work, and so far has 
proved capable of ‘meeting all requirements. 

[he extension of the company’s fleet of road vehicles 


* Great Western Railway Magazine, January, 1936. 


The G.W.R. and Road Transport 
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has necessitated expansions in workshop and stable accom- 
modation. New premises have been provided at Bristol, 
Aberystwyth, and Winchester, and there is shortly to be 
a new repair shop at Swansea. 


Mechanical Improvements 


With a fleet which now exceeds two thousand in number, 
constant watch is kept to utilise improved methods. A 
recent result was the introduction of an exhaust gas 
analyser. By applying a flexible pipe to the exhaust pipe 
of a car, the quality of the exhaust gas is interpreted in 





A 6-ton Scammell mechanical horse with trailer, an articulated combination 
which has proved very successful in the service of the G.W.R. and other companies 


figures on a dial, and these indicate the correctness or 
otherwise of the fuel mixture. Rectification of any error 
may mean a good deal of economy in maintenance and 
improved performance. 

Authority has been obtained for the necessary expendi- 
ture to enable all motor vehicles working in districts where 
there is no street lighting to be fitted with an electric 
lighting system. 


Licences 

The additional vehicles received last year necessitated 
applications to the licensing authorities for carrier’s licences 
under the Road and Rail Traffic Act, 1933. Most of these 
applications have been heard and have been successful. 

It is also pointed out in the review that the company 
comes under the provision that employers of more than 250 
drivers may, by the authority of the Minister of Trans- 
port, appoint their own examiners for drivers in their 
employ, and arrangements have been made for the certi- 
ficate of five of the company’s employees to be accepted 
both for ordinary driving licences and licences to drive 
heavy goods vehicles. To give the necessary tuition to 
new staff, and also in some cases to those having to qualify 
for the heavy goods vehicle licence, instructional centres 
have been created at Brentford and Cardiff. 


Co-ordination of Cartage in London 


Schemes which have been in hand, in conjunction with 
the other main-line railway companies, having as their 
object greater co-ordination in the London area, are being 
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pursued. The co-ordination of the tranship of goods 
traffic passing between the depots of the four group com- 
panies has been agreed and already begun. The complete 
scheme will consist of the provision of thirty 6-ton articu- 
lated lorries, with 120 trailers, each of which will work 
on a time schedule between selected depots. The thirty 
machines are calculated to move as much as a thousand 
tons of traffic a day. Similar schemes are under review 
ia respect of parcels transfers. 


Mention is also made of the acquisition by thy 
National Omnibus Company (associated with the 
in conjunction with the Southern National Omni! 
pany, of the Royal Blue (Elliott Bros.) un 
engaged on long-distance road services between 
and the South and West of England. 

During the year the company, in conjunction 
London Midland & Scottish Railway Company, | 
a livestock haulage business at Knowle, in Warwi 


Western 
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S Com- 
ttaking 
London 


ith th: 
rchased 
‘shire, 








~ ee 
—— 


Road Transport in Brazil 


T the last meeting of the San Paulo (Brazilian) Rail- 
way Co. Ltd., the Chairman, Mr. Oliver R. H. 
Bury, mentioned that the results of the road trans- 

port department had been most encouraging, the total 
receipts having risen to 3,791 contos, compared with 1,666 
in the previous year. The policy of the railway in this 
connection is to ensure a reliable door-to-door service 
to the public, and to hand over traffic to the railway 
whenever it is possible to do so. The last year or two 
has seen a great increase in the tonnage of cotton handled, 
and the photograph we reproduce shows three of the latest 
Thornycroft Stag, three axle, vehicles, supplied to this 
railway, loaded up with bales of cotton. This trio was, 
in fact, a repeat order to include one petrol engine vehicle, 
as previously supplied, and two with oil engines. The 
bodywork, of the platform type, was built in the rail- 
way company’s own workshops in San Paulo. 

The compression ignition engine used has six cylinders, 
4} in. bore by 6} in. stroke, so that it has a capacity 
of i1,325 c.c., and it is mounted at three points with 
rubber insulation. Through a single plate clutch and 
four speed gearbox, the drive is transmitted to a bogie 
having the foremost axle fitted with full floating axle 
shatts, and the second axle, of the trailing type, forming 
the rear support for the springs of the bogie. This rear 


suspension is designed to permit 6 in. difference in bogie 
axle levels, and follows the well-known Thoinycroft 
system, giving even distribution of weight over all four 
wheels of the bogie under all conditions. The tyres 
fitted are 42 in. by 9 in. high pressure type on the front 
axle, and 13-50 in. by 20 in. low pressure single tyres on 
the bogie wheels. The chassis has a wheelbase of 18 ft., 
with a track of 6 ft. 4 in., while the frame height, laden, 
is 3 ft. 2 in. With a body length of 23 ft., the overall 
length comes out to 29 ft. 2 in. 

It may be recalled that the San Paulo Railway operates 
a fleet of more than 60 Thornycroft vehicles, both for 
passenger and goods work, and has a modern, finely- 
equipped garage in which the efficient maintenance and 
service of the fleet is carried out. 

Outstanding among the passenger vehicles are those 
which maintain a service between San Paulo and Santos, 
a distance of between 70 and 80 miles over a strenuous 
route which rises to a height of 2,000 ft. above sea level. 
The coachwork is particularly handsome, with accommo- 
dation for 32 passengers, those at the back being raised 
well above those in front. The bodies were built in the 
railway workshops and are mounted on Thornycroft 
Charger chassis which is specially suitable for the 
purpose. 


iM 


The three Thornycroft Stag 12-tonners recently put into service by the San Paulo Railway, Brazil 
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Road Motor Services in South Africa 


innual report of the General Manager of the 
th African Railways and Harbours for the year 
1g March 31, 1935, again furnishes valuable 
on regarding the way in which road motor ser- 

y be successfully organised to supplement the 
facilities in a great and growing country. During 
the route mileage of these services increased by 

s to a total of 10,971 and the earnings reflected 
ictory improvement, the actual increase over the 
year’s figure being £31,596. After adding 
and other charges to the working expenditure, a 

; of £59,157 was secured as compared with £33,095 
previous twelve months. It is pointed out that 
| the greater part of the net surplus represents 
increased earnings there were other 
contributing factors. For one 
thing the capital cost of many of 
the vehicles in service has been 
fully contributed to the renewals 
fund and some of the vehicles have 
been withdrawn from service so 
that depreciation charges as a 
whole were lower by £2,261. The 
depreciation value of the plant in 
service was put down much below 
that of the previous year and the 
rate of interest reduced so that in- 
terest charges were lower by 
£2,906. A more favourable price 
for petrol resulted in a saving of 
£4,884 and there was some saving 
through routine overhauls of 
vehicles having to be postponed 
owing to the heavy demand for 
transport. Reductions were made 
in the tariffs in July last which 
will entail the surrender of rev- 
enue equivalent to £50,000 during 
the current year but it is hoped that a considerable 
additional volume of traffic will be attracted to the services. 
The facilities for the transport of heavy and seasonal 
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A turbine condenser, weighing 56 tons, recently handled by the South African 


Railways in Johannesburg 


Cartage of animals by road in South Africa. 


traffic are becoming more popular and are being taken 
advantage of by farmers and other producers to a greater 
extent each year. The amount of wheat and maize in- 
creased from 32,402 tons to 104,598 tons. The quantity 
of cream carried constituted a record due to the impetus 
given to dairy farming as a result of the copious rains. 
At 21,322 tons there was a slight falling-off in the citrus 
aud fruit traffic and the 13,722 tons of wool and mohair 
showed a reduction of 3,000 tons. 

The reduction in the expenditure per vehicle mile is 
ascribed to the economies resulting from the more general 
use of balioon tyres and the more favourable prices at 
which tyres were obtained under contract to the reduced 
cost of fuel and to increased mileage by vehicles with- 





Note the improvised ramp 


out a corresponding increase in expenditure. Most of the 
vehicles have now been fitted with balloon tyres which in 
addition to being cheaper gives greater mileage than 
the high pressure type. Suppliers 
have increased the mileage guaran- 
tee in respect of balloon tyres to 
20,000 miles, the guarantee for 
high pressure tyres remaining at 
15,006 miles. The experiments 
with 2-ton pneumatic tyred trailers 
having proved an unqualified suc- 
cess 72 such vehicles were put in 
regular service and orders placed 
for a further 20. 

Owing to the increased tonnage 
conveyed it has been necessary to 
replace gradually the small 
capacity vehicles, used to develop 
the services, by large capacity 
units. In the year 1927-8 there 
were 40 5-ton vehicles and 194 
smaller ones but in the 1934-5 year 
the fleet consisted of 11 10-ton, 
260 5-ton and 117 smaller vehicles, 
supplemented by 16 7-ton, 124 
5-ton and 72 2-ton trailers. In- 
cluded among them were 59 pas- 
senger vehicles and 221 combined 
passenger and goods vehicles. It 


























is noted that four passenger vehicles with all-metal bodies 
were imported during the year and ten more were ordered. 
Investigations were also being made into the possibility 
of constructing such bodies in the Administration’s work- 
shops. 

In recent months there has been an insistent and ex- 
tensive demand for transport for large and small animals. 
Previously convertible single-decker trailers have been em- 
ployed, but in order to permit of an increased number 
of small animals being conveyed on one trip a double- 
decker trailer is now being tested on the Cape Midland 
system. If the experiment proves successful the policy 
will be extended to other systems. It is anticipated that 
the transport of livestock, more especially of small animals 
such as sheep, goats and pigs, from farms to the nearest 
market town will assume large dimensions, especially with 
the provision of specially designed vehicles and trailers 
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across country. 


Route mileage at March 31 
Vehicles in service 

Vehicle miles run 

Petrol consumption, gall. 
Passengers carried 

Goods, tons 

Cream, gall. .. <i raps 
Value of vehicles and equipment 
Total revenue ae ea 
Total working expenditure. . . 
Revenue per vehicle mile, pence . 


February 11, 1936 
enabling the animals to arrive at the market in goog 
condition and able to secure better prices than when driven 

The principal facts relating to the operatin: of the 
services can be seen at a glance in the follow table 
which also gives the figures for the previous year :— 

1934-35 1933-34 
10,971 10.535 
600 489 
5,245,956 5.049.918 
1,157,493 1.936 
2,155,243 2 36,354 
395,546 8,109 
1,008,080 0.486 
£710,842 611,455 
(483,761 152,165 
£424,604 9.070 

22-1 21-5 

19-4 19-9 


Expenditure per vehicle mile, pence 





































The new series of Cub chassis, with 
either six-cylinder petrol or six-cylin- 
der oil engines, introduced by Leyland 
Motors Limited in the latter half of 
last year, and of which some me- 
chanical details were given in THE 
RAILWAY GAZETTE of September 27, 
last year, is being ordered from several 
parts of the British Empire. Among 
the contracts secured is one for ten 
passenger machines to supplement the 
existing fleet of Leyland Cub vehicles 
of the Melbourne and Metropolitan 
Tramway Board, Australia, some ot 
which are seen in the adjoining pic- 
ture. One of the chief differences 
between the latest and the older type 
machines will be that the engine in 
the new KPZ type is much more 
powerful. In keeping with the previous 
order, however, the latest chassis are 


Leylands for Australasia 


Leyland Cub buses for Melbourne 
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bumpers, and 
capacity of 30 gall 

The fame of the Leyland trolleybus 
is also travelling far afield, and in 
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wheelbase of 15 ft. 6 in.; 
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A Leyland trolleybus in Hobart, Tasmania 





another illustration is seen one of 
them, with electrical equipment by the 
General Electric Co. Ltd., which has 
recently been put into service by the 
Hobart City Council in Tasmania. 
The _ single-decker, double entrance 
type bodywork was built in the Hobart 
Municipal Tramways shops from a 
drawing submitted by Heathorn & Co. 
Ltd., the Leyland agents in Hobart. 
Little or no attempt has been made to 
streamline the body, the bluntness of 
the front bulkhead being relieved only 
slightly by curved panels. Sliding 
windows are used instead of the usua! 
drop windows, and are protected by 
four window rails attached to the out- 
side of the body. 
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50 Years of Motor Vehicles 


The Jubilee Exhibition on the Kaiserdamm, Berlin 


N pecial Hall of Honour at the International Motor 
| ’ cle and Motor Bicycle Exhibition, to be held in 
rlin from February 15 to March 1, the first motorcar 
onstructed is being exhibited. This was patented 


L 
i 


eve 


by its inventor, Carl Benz, on January 29, 1886, just 
fitty years ago, and for this reason the approaching ex- 
hibition may justly be called a Jubilee Exhibition. 


Atiempts to apply steam prepulsion to road vehicles 
we even older than railways, but the road motor in 


the modern acceptance of the term dates from the develop- 
ment of the high-speed internal-combustion engine. 
Daimler and Benz were led to the invention of what is 
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Facsimile of part of the original patent for 
a motorcar issued to Carl Benz in 1886 


now one of the most important methods of transport 
entirely independently of one another, and the precise 
value of their respective contributions is not easy to deter- 
mine. 

Gottlieb Daimler, a native of Wiirttemberg, was asso- 
ciated with another German, Otto, who had given a great 
impulse to the progress of the internal combustion engine 
by his invention of the four-stroke cycle in 1876. The 
two men had a gas engine works at Deutz, but in 1882 
Daimler left there to set up a factory at Cannstatt in 
partnership with Wilhelm Maybach, with the express 
intention of trying to make an internal-combustion engine 
of light construction which would not depend on a gas 
main. Daimler was granted a leading patent in this field 
on December 16, 1883, for the first high-speed independent 
internal-combustion engine in the world, and succeeded 





in constructing an engine of which the weight was only 
a fiftieth part of that of Otto’s gas engine. He then 
worked on a design for a motor bicycle and received a 
patent for it on August 29, 1885. Early in 1886 Daimler 
built a motor bicycle with a half-horsepower motor, and 
then converted a horse brake by fitting a motor in it. 
There was then no market for motor vehicles in Germany, 
but Daimler’s patent rights were taken over in 1889 by 
the Frenchman Levassor, who with Panhard founded the 
firm of Panhard & Levassor. In 1890 Daimler established 
a works at Cannstatt near Stuttgart. 

Carl Benz, a native of Karlsruhe, Baden, had _ his 
interest aroused by Lenoir’s gas engine, and saw in it 
a means of realising a wish he had formed as a youth, 
namely, to ‘‘ put the locomotive on the highway.’’ He 
does not seem to have known much about the early efforts 
in France and England to construct steam carriages for 
the. road. 3enz founded a gas engine factory, but 
separated from those who financed him because they 
wished to confine their activities to stationary engines. 
He then started a concern under his own name in Mann- 
lieim and developed a light high-speed four-stroke engine. 
His first satisfactory car was made in 1885 and sold to 
a French customer. He filed a patent application for it, 
and on January 29, 1886, when 42 years of age, was 
granted the German patent No. 37,435 for what was the 
first practical motorcar. After several successful runs in 
the yard at his works, he made his first public run on 
July 3, 1886, on the Ringsstrasse at Mannheim. The 
day on which the patent was granted Benz himself called 
the ‘‘ birthday of the motorcar.’’ He wrote of it in his 
‘“* Recoliections ’’ as follows :— 

Towards the end of 1885 I came to the conclusion that my 
vehicle was much more than a mere experimental affair, with- 
out practical worth or an economic future. I considered it an 
appropriate moment to make out a patent specification and 
drawing and submit them. The title of the specification runs 
‘* Vehicle operated by gas motor ’’ and begins with the words: 
‘‘ The present construction has for its chief object the operation 
of light weight vehicles and small boats, adapted to the con- 
veyance of one to four persons.’’ It was on January 29, 1886, 
that my invention received patent protection. This first patent 
for a complete and practically usable motor vehicle for con- 
veying several persons is the birth certificate of the modern 
motor Car. 

The accompanying illustration shows this ‘‘ birth certi- 
ficate,’’ being an extract from Patent Specification No. 
37,435. Benz later joined the French firm of Panhard 
& Levassor, and in after years settled at Mannheim. 

Similar developments in Great Britain were not possible 
at this period, of course, as the famous Red Flag Act— 
the Locomotives Act of 1865 (28 & 29 Vic. cap. 83)— 
was then in force and imposed speed limits of 4 m.p.h. 
in the country and 2 m.p.h. in towns, and, in addition, 
required a man bearing a red flag to precede each road 
motor vehicle. These provisions effectually retarded 
developments in Great Britain for some 30 years, and 
eventually the success with the motorcar attained on the 
Continent was largely responsible for so influencing public 
opinion that the Locomotives on Highways Act was passed 
on August 14, 1896, and enabled light vehicles to dis- 
pense with the red flag man and to run at speeds up to 
14 m.p.h. The day of emancipation, on which this Act 
came into force, was November 14, 1896, and from this 
time forward the road motor has progressed continuously, 
although at first slowly. 





















































ITH the inauguration of trolleybus operation between 

Croydon and the Crystal Palace on February 9, 

the London Passenger Transport Board has now 
completed its scheme for converting the ten miles of tram- 
ways between Sutton and the Crystal Palace. The section 
between Sutton and Croydon had been converted some 
time previously, and opened on December 8 last. 






















































One of the trolleybuses on Anerley Hill with both booms 
off the wires and with the emergency brake in operation 


A special problem which arose on the Croydon-Crystal 
Palace section was that of ensuring absolute safety on 
Anerley Hill, which rises sharply to the Crystal Palace 
with a grade of one in nine at the worst places. To meet 
this difficulty, therefore, before descending the hill, drivers 
are required to place in operation a special coasting brake 
which prevents the trolleybus from travelling at more 
than 10 m.p.h. Should an emergency occur during ascent 
of the hill, a check brake is brought into action. Even 
though the current may be cut off, due, for example, to 
the trolley booms leaving the overhead wires, and the 
other brakes fail, the check brake will not permit a trolley- 
bus from running backwards at more than 2 m.p.h., the 
motor then acting as a generator on a closed circuit. 

The thirty vehicles to be used on this service will be 
garaged at the converted tram depot at Sutton. The 
buildings there have been considerably altered, a new 
block of offices being added. A combined traverser and 
turntable has also been installed to facilitate the movement 
of vehicles. The depot has accommodation for 40 trolley- 
buses. The bodies of the 30 vehicles at present in use 
were built by the Birmingham Railway Carriage & Wagon 
Co. Ltd., the chassis by Leyland Motors Limited, and 
the electrical equipment supplied by the Metropolitan- 
Vickers Electrical Co. Ltd. 

Further conversions to be effected this year include : — 
Hainmersmith to Edgware via Acton; Finchley to Crickle- 
wood; Paddington to Sudbury; Shepherds Bush to Ux- 
bridge; and Enfield and North Finchley to Tottenham 
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Further Trolleybuses in London 
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Court Road. It may be recalled that a map showing the 
London Transport trolleybuses was reproduced in our 
issue of December 20 in which there was also an article 
dealing with equipment and working of the services in the 
west and south of London together with illustrations and 
particulars of the depots at Hounslow, Fulwell, and Bexley 
Heath. 













Polychromatic Finishes 


OR the new trolleybuses now being built for London 
Transport, two new interior finishing schemes have 
been introduced by I.C.I. (Rexine) Limited. The 

polychromatic effects are in a soft shade of silver blue and 
silver green and the Rexine has a new and specially smooth 
finish (68SR2) designed to facilitate cleaning. The Rexine 
scheme for the new vehicles is: Upper Saloon, polychro- 
matic blue lining panels, dark blue for bottom of seat 
backs, with blue repp seats and royal blue for seat backs; 
Lower saloon, polychromatic green for panels, slate plum 
for mouldings and platform, dark green for bottom of seat 
backs, green repp seats and slate plum for seat backs. 


Petrol-Driven Platform Tractors 


s the attached illustration is seen an interesting applica- 
tion of the petrol motor in railway service in the guise 
of a platform tractor for hauling luggage trucks, now 
a familiar sight at some of the principal railway stations. 
It is specially noteworthy because in this case the power is 
provided by a Morris engine, almost identical in general 
design with the engines of the small Morris cars. These 
little tractors of which the L.M.S.R. have recently ordered 
a further batch of 25 from the Stanford Engineering 
Company will pull a very heavy load and can be used in 
goods yards and for short haulage work of many different 
kinds. 





One of the Imp platform tractors supplied by the Stanford 
Engineering Co. to the L.M.S.R. 
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W ire sorry to learn that Sir 
Wil 1 Forbes, who was the last 
General Manager of the London 
Brighton & South Coast Railway 
(1899-1923), is seriously ill. The 

ews states, however, that he is 
better. 


R. Brown, who, as announced 
RAILWAY GAZETTE of Janu- 


Mr. R. Brown, 


Appointed Assistant Accountant, 
L.N.E.R. 


ary 17, has now’ succeeded Mr. 
Sutherland as Assistant Accountant, 
L.N.E.R., received his early training 
in the Accountant’s office of the 
former North Eastern Railway at 
Newcastle. In 1912 he was placed in 
charge of a special section dealing with 
the Pension Society and other funds, 
and during 1921-22 he was Secretary 
of the committee of accountants of the 
L.N.E.R. constituent companies, ap- 
pointed to examine arrangements in- 
volved in the amalgamation. Later 
Mr. Brown was transferred to King’s 
Cross and, since February, 1928, has 
been Assistant to the Chief Accoun- 
tant, the position from which he is 
now promoted to Assistant Accountant. 
He has specialised in the revenue side 
of accountancy and is an expert on 
pooling in all its branches. 


The Minister of Transport having 
accepted, with regret, the resignation of 
Lord Goschen from the chairmanship of 
the Transport Advisory Council, has 
appointed Sir Arthur Griffith-Boscawen 
in his place, the appointment taking 
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effect from March 1. Sir Arthur was 
Chairman of the Royal Commission on 
Transport, 1928-30, which  recom- 
mended the formation of the Transport 
Advisory Council: he is a Director of 
the Manx Electric Railway and manv 
other concerns. i ; 

Mr. R. H. Williams has been ap- 
pointed Railway Employment Inspec- 
tor, Ministry of Transport. He served 
his apprenticeship at Crewe works, 


Mr. R. H. Williams, 


Appointed Railway Employment Inspector, 
Ministry of Transport 


London & North Western Railway, and 
from 1914 to 1919 saw war service in 
France. After demobilisation he was 
appointed Assistant to the Steel Works 
Manager at Crewe, a_ position he 
retained on the formation of the 
L.M.S.R. and until 1927. Thereafter 
he was employed in supervising out- 
station repair shops, and was later ap- 
pointed Assistant to the Works Super- 
intendent as liaison officer between 
Crewe works, the Permanent Way and 
Signal and Telegraph Departments. 
This position Mr. Williams has now 
resigned in order to take up his new 
appointment with the Ministry. He is 
Member of both the 
Civil and Mechanical 


an Associate 
Institutes of 
Engineers. 


Mr. Walter Sydney Roberts, who was 
elected, on Wednesday last, as Presi- 
dent for 1936-37 of the Institution of 
Railway Signal Engineers, is the 
Managing Director of the Railway 
Signal Company. He began his railway 
career in 1894 on the London & North 
Western Railway under Mr. A. M. 


NEWS SECTION 


Thompson, and in 1899 went to the 
Railway Signal Company as_ Chief 
Draughtsman; he became Works Mana- 
ger in 1906, and General Manager 
in 1921. Meanwhile, he had visited 
the United States, Canada, South 
Africa and South America in connection 
with railway signalling, and _ particu- 
larly in relation to single line opera- 
tion. In 1930 he was appointed a 
Director and in 1932 became Managing 
Director. Mr. Roberts has been respon- 


a 


Mr. W. S. Roberts, 


Elected President, Institution of Railway 
Signal Engineers, 1936-37 


sible for the execution of many impor- 
tant signalling contracts in various 
parts of the world. He has made a 
special study of safety devices for single 
line railways, and is the patentee, or 
joint patentee, of many novelties which 
have been extensively adopted. He 
has been a member of the Institution 
of Railway Signal Engineers since its 
inception, and has served on its Council 
continuously since 1924. 


The term of appointment of Sir 
James Devonshire, K.B.E., M.1.E.E., 
who has been a member of the Central 
Electricity Board since its constitution 
in 1927, has expired, and the Minister 
of Transport has appointed in his place 
Mr. Robert Patrick Sloan, C.B.E., 
M.I.E.E. Mr. Sloan is resigning, in the 
course of the next three months, his 
membership of the boards of the 
Greater London and Counties Trust 
Limited and Edmundson’s Electricity 
Corporation Limited and their asso- 
ciated companies. Mr. Sloan is a Vice- 
President of the Institution of Electri- 
cal Engineers, a member of the 
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National Consultative Committee of the 
Central Electricity Board, Past Presi- 
dent of the British Electrical- and 
Allied Industries Research Association, 
Past President of the Incorporated 
Association of Electrical Power Com- 
panies, and Past President of the 

British Electrical Development Asso- 
ciation. 

We regret to record the death, 
on February 10, of Mr. Arthur 
Morton Bell, O.B.E., M.1I.Mech.E., 
M.I.Loco.E., former Carriage and 
Wagon Superintendent, Great Indian 


The late Mr. A. M. Bell, O.B.E.., 


Carriage and Wagon Superintendent, Great Indian 
Peninsula Railway, 1904-24 


Peninsula Railway. Mr. Bell joined 
the Great Eastern Railway in 1881 as 
an apprentice at Stratford works, and 
was later promoted to the drawing 
office, where he was associated, under 
Mr. James Holden, with the Holden 
oil fuel system of locomotive firing. 
After obtaining shed and running ex- 
perience, Mr. Bell travelled consider- 
ably in connection with  oil-fuel 
installations for locomotives, steam- 
power plants and furnaces in 
most European countries and in the 
U.S.A. He was awarded a diploma 
and medal at the Paris Exhibition, 
1900, for his co-operation in the design 
of the oil-burning arrangements fitted 
to the G.E.R. locomotive No. 1900, 
Claud Hamilton, exhibited there. At 
that time Mr. Bell was in charge of 
the wagon works at Temple Mills, but 
he subsequently joined the Shell Trans- 
port Company, as Mechanical Engineer 
and oil fuel expert. In 1904, however, 
he was appointed Carriage and Wagon 
Superintendent of the G.I.P. Railway, 
where he took charge of the reorganisa- 
tion in which that department was 
formed as a separate unit from the Loco- 
motive Department. He was also re- 
sponsible for the new workshops at 
Matunga both as regards layout and 
equipment. Mr. Bell was a member 
of the Institutions of Mechanical and 


ships, 
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Locomotive Engineers, and was 
awarded: the O.B.E. in 1919 for valu- 
able services rendered during the war. 
He was an advocate of steel passenger 
stock, of automatic couplers, and of 
continuous brakes on all broad gauge 
goods trains, a measure successfully 
adopted in India since April, 1924, 
when Mr. Bell finally left India on 
leave preparatory to retirement. 


Mr. Jason Edwards, Chief Accoun- 
tant of the Buenos Ayres Western 
Railway, has retired on pension from 


Mr. Jason Edwards, 


Chief "Accountant, Buenos Ayres 
Western Railway, 1922-36 


that position, which he occupied for 
over 13 years. Mr. Edwards, who was 
born in England, went out to Argen- 
tina at an early age and after occupy- 
ing a number of junior posts on the 
accountancy staff of the old B.A. & 
Rosario Railway (now amalgamated 
with the Central Argentine Railway) 
and the B.A. Western Railway, was, 
in 1895, appointed acting Chief Book- 
keeper in the Stores Department of the 
latter company, being subsequently 
placed in charge of the largest stores 
depot at Haedo, where he gained valu- 
able experience. In December, 1897, 
he went to the B.A.G.S. Railway, 
where he worked for nearly five years 
under the Chief Accountant. In 1902, 
he returned to the B.A. Western Rail- 
way as Chief of the Stores Audit 
Section of the Chief Accountant’s 
Department, and four years later was 
appointed Chief Book-keeper. In 1922, 
Mr. Edwards was appointed Chief 
Accountant, and in 1930 became Chief 
Accountant of the B.A. Midland Rail- 
way in addition, which position he now 
likewise relinquishes. 


We regret to announce the death in 
Buenos Aires on January 17, of Mr. 
Joshua Parsons, Telegraph and Signals 
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Superintendent, Central Argentine 
Railway. Mr. Parsons, who was 5} 
years of age, was born in Sussex, and 
was educated at private schools and 
Haileybury College. He gained 
mechanical engineering expericnce jn 
the repair shops of the Rhymney Iron 
& Coal Co. Ltd., followed b 
years with Saxby & Farmer | 
where he eventually rose to 

Draughtsman in its Chippenham 
Thence he proceeded to the 

Railway (England) as one of th 
tants to the Signals Superint 
which position 


seven 
mited, 
Chief 
works, 
Midland 
Assis- 
ndent, 
he occupied for four 


The late Mr. J. Parsons, 


Telegraph and Signals Superintendent, 
Central Argentine Railway, 1922-36 


years. He was appointed Assistant 
Signal and Telegraph Engineer of the 
Federated Malay States Railways, in 
1912, but in 1914 he volunteered for 
active service, and in January, 1915, 
was released from his railway duties 
and enlisted in Singapore as a private. 
He was later gazetted to a commission 
in the infantry and after serving in 
France and Salonika, was transferred 
to the Royal Engineers, and appointed 
Locomotive Superintendent at 
Salonika, with the rank of Captain. 
In 1919 he was appointed Telegraph 
and Signals Assistant to the Chief 
Engineer of the Central Argentine 
Railway, and in 1922 was promoted to 
be Telegraph and Signals Superinten- 
dent. He was a Member of the Insti- 
tution of Railway Signal Engineers and 
an Associate Member of the Institution 
of Mechanical Engineers. 

We regret to announce the death at 
Derby, on February 3, of Mr. Cecil 
Daniel Andrew, who was 69 years of 
age, and was an occasional contributor 
to THe Rattway GaAzetTTE on the sub- 
ject of machine tool practice. He 
served an apprenticeship in locomotive 
work with Beyer Peacock & Co. Ltd., 
Gorton, Manchester, and afterwards 
was employed in the workshops of the 
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1 Pacific Railway at Montreal, 
time as fourth engineer on 
Empress of Japan. _ He subse- 
was trained at Pittsburgh for 
the British Westinghouse 
it Trafford Park, Manchester, 
and uit 1900 was engaged by the 
firm Loud & Mitchell, which in- 
stalled the original plant in the Trafford 
Parl rks. Two or three years later 
Mr. Andrew joined the Niles-Bement- 
Pond Tool Company of London, a firm 
specialising in the turning of railway 
whee ind axles. He was later made 
Departmental Manager of the machine 
tool tion, of Armstrong-Whitworth 
& C Ltd., Openshaw, Manchester, 
and then went to Craven Bros. Limited 
of Reddish where he was given a minor 
directorship. About 1930 Mr. Andrew 
joined the L.M.S.R., with headquarters 
it Derby, as adviser on new machine 
tools and the disposal of old plant at 
all the company’s workshops. He was 
for some years a Member of the Insti- 
tution of Mechanical Engineers. 


Canadal 
and 
the ss. 
quen 
work 
work 


M. Japiot, who, as announced in 
[fue RatLway GazeTTE of February 7, 
has been appointed Chief Mechanical 
Engineer, Paris, Lyons and Mediter- 
ranean Railway, received his training 
at the Ecole Polytechnique (1899-1901) 
and the Ecole Nationale Supérieure des 
Mines (1901-05), taking his degree of 
Ingénieur au Corps des Mines. On 
January 1, 1910, he joined the P.L.M. 
and was attached to the Locomo- 
tive Running Department as Techni- 
cal Assistant, becoming Senior Assis- 
tant on January 1, 1911. In Decem- 
1912, he was promoted to be 
Locomotive Running Superintendent, 
a post he held until January, 1918, 
when he became Chief Assistant, Loco- 
motive Running and Rolling Stock. 
M. Japiot was appointed Rolling Stock 
Superintendent two months later, the 
appointment he retained until June, 
1920, when he was promoted to be 
Assistant Chief Mechanical Engineer. 


ber, 


We regret to note the death, in New 


Lt.-Col. 
O.B.E.., 


sometime 


Zealand, on February 5, of 
Sir Bradford Leslie, 
M.Inst.C.E., M.I.E.E., 
Deputy Agent and Chief Engineer, 
3engal-Nagpur Railway, and more 
recently Chairman and Chief Engineer, 
Madras Port Trust. He was the only 
son of Sir Bradford Leslie, K.C.I.E., 
the famous bridge-builder, and, going 
out to India, he at first joined the 
Rast Indian Railway and was employed 
under his father on the construction 
of the Jubilee bridge over the Hooghli. 
Afterwards, however, he was appointed 
to the Bengal-Nagpur Railway, where 
he gained invaluable experience in the 
building of several large bridges, and 
subsequently rose to be Deputy Agent 
and Chief Engineer. On his return 
from India he worked for Sir John 
Wolfe Barry and -for Vickers Limited, 
and in 1917 was commissioned in the 
Royal Engineers and saw service in 
France, retiring with the rank of 
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Lieutenant-Colonel. It was in 1921 
that he went to Madras as Chairman 
and Chief Engineer to the Port Trust 
and in 1929 he finally retired. 

Sir James and Lady Milne were 
guests at the Press Club Ladies’ Night 
dinner on Saturday, February 8. The 
eccasion was Film Night, with Mr. and 
Mrs. George Arliss and Mr. Edmund 
Gwenn present. 


L.M.S.R. APPOINTMENTS 

The following appointments have 
been approved by the directors :- 

Chief Commercial and Chief Operating 

Managers’ Departments 

Mr. A. R. Maxwell, Goods 
Ashton, to be Joint Goods 
Ashton (L.M.S. and L.N.E.R.). 

Mr. W. H. B. Smith, Goods Agent, 
Wakefield, to be Joint Goods Agent, 
Wakefield (L.M.S. and L.N.E.R.). 

Mr. A. Sherratt, Goods Agent, 
Batley, to be Joint Goods Agent, 
Batley (L.M.S. and L.N.E.R.). 

Mr. C. V. Thistlethwaite, Chief and 
Accounts Clerk, Barnsley, to be Goods 
Agent, Barnsley. 

Mr. H. Snape, 
Accrington, to be 
Blackpool (North). 

Mr. G. B. Brinnand, Stationmaster 
and Yardmaster, Royton Junction, to 
be Stationmaster, Accrington. 

Chief Operating Manager's Department 

Mr. W. Paterson, Assistant Divi- 
sional Superintendent of Operation 
(Motive Power), Crewe, to be Assistant 
Divisional Superintendent of Opera- 
tion, Crewe. 

Mr. H. G. Shortt, Assistant to Super- 
intendent of Motive Power, Euston, to 
be Assistant to Superintendent of 
Motive Power (Coal Supplies). 

Mr. R. O. Banister, Stationmaster, 
Preston, to be Divisional Controller 
(Passenger Services), office of Divisional 
Superintendent of Operation, Man- 
chester. 

Mr. W. G. Tanner, Assistant District 
Controller, Leicester, to be Assistant 
District Controller, Toton. 

Mr. A. Dixon, Foreman Fitter, 
Camden, to be Assistant District Loco- 
motive Superintendent, Welling- 
borough. 

Chief Civil Engineer’s Department 

Mr. M. G. Bennett, Assistant (Light- 
ing Section), Euston, to be Lighting 
and Heating Assistant, St. Pancras. 

Chief Accountant’s Department 

Mr. W. R. Candlin, Head of Section, 
Euston, to be Assistant fo Chief 
Accountant, Euston. 

Scottish Changes 

Mr. H. W. Moore, Assistant, Signal 
and Telegraph Engineer’s Department, 
Euston, to be Divisional Signal and 
Electrical Engineer, Glasgow. 

Mr. J. G. Malley, Clerk, District 
Goods and Passenger Manager’s office, 
Perth, to be Goods Agent, Bridgeton. 


Agent, 
Agent, 


Stationmaster, 
Stationmaster, 


Mr. A. C. Riley, formerly with 
G. D. Peters & Co. Ltd. and the Brush 
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Electrical & Engineering Co. Ltd., has 
joined Cellon Limited, of Kingston-on- 
Thames, to develop the sales of Cerrux 
syithetic finishes among railway and 
other transport undertakings through- 
out the British Isles. 


Mr. R. E. Robins, O.B.E., General 
Manager, and Mr. W. F. D. Allison, 
Chief Mechanical Engineer, Tangan- 
yika Government Railways, are in this 
country on a short visit. 


General K. Vaugoin, President, and 
Ing. E. Karner, Chief Mechanical 
Engineer, Austrian Federal Railways, 
arrived in London on Tuesday evening 
on a visit to this country to meet the 
Chairmen and General Managers of the 
British main line companies, and to 
study recent developments on our 
railways. 


GERMAN STATE RAILWAY SUPERVISORY 
BoaRD OF DIRECTORS 

It is announced that the Minister of 
Transport has re-nominated the _fol- 
lowing members of the Supervisory 
Board of the Reichsbahn, who were 
due to retire according to rule, for a 
further period of three years as from 
January 1, 1936: Herr Georg Korner; 
Herr Albert Pietzsch; Herr Karl Ren- 
ninger; Freiherr Kurt von Schréder; 
Herr Herbert Stenger; and Dr. Fritz 
Todt. 


that we have to 
the sudden death in a train 
between Euston and Liverpool, on 
February 11, of Mr. T. R. Smith, 
Secretary of the Cheshire Lines Com- 
mittee. Mr. Smith joined the C.L.C. 
as a station clerk at Stockport, and 
was then transferred to the Secretary’s 
office of the former Manchester, 
Sheffield & Lincolnshire Railway. In 
1892 he was appointed to the staff of 
the Secretary of the C.L.C., and in 
1916 became Chief Clerk to the Chief 
Cashier. Six years later Mr. Smith 
was made Secretarial Assistant to the 
Secretary and Manager, the position he 
occupied until his appointment as 
Secretary to the Committee in 
December, 1926. 


It is 
record 


with regret 


INDIAN RAILWAY STAFF CHANGES 

Sir Bertram Crosthwaite, Kt., V.D.., 
Agent, Burma Railways, was permitted 
to retire from Government service on 
December 25. 

Major E. W. Slaughter, M.B.E., who 
until a year ago was Deputy Chief 
Mechanical Engineer, Egyptian State 
Railways, and was then—as announced 
in THe Rattway Gazette of Decem- 
ber 21, 1934—appointed Deputy Loco- 
motive & Carriage Superintendent, 
H.E.H. the Nizam’s State Railway, 
has been appointed Chief Transporta- 
tion Superintendent, N.S.R., as from 
January |. 

Mr. A. F. Harvey, F.C.H., has been 
confirmed as Agent,.E.B.R., as from 
October 9 last. , 











THE RAILWAY GAZETTE 


Features of the Steam Locomotive 


Under the chairmanship of Mr. A. 
S. Quartermaine, Assistant Chief Engi 
neer, Great Western Railway, and 
before a large attendance of members, 
Mr. H. G. Johnson, B.Sc., of the Chief 
Mechanical Engineer's drawing office, 
Swindon, gave an illustrated lecture to 
the G.W.R (London) Lecture and 
Debating Society on Some Features 
of the Steam Locomotive '’ at Pad 
dington station on February 6. 

Mr. Johnson showed that the design 
ind development of the steam locomo 
tive were subject to restrictions, in that 
the locomotive had to combine the 
requirements of a steam producer and 
team user within the limits of a mov 
ing vehicle The boiler liberated the 
cnergy of the fuel by combustion, thus 
producing steam; the engine trans 
formed the heat energy of the steam 
into mechanical energy, and this was 
transferred to the drawbar through the 
wency of the vehicle, which comprised 
frame, bearings, wheels, & 

ach step in the transformation of 
the chemical energy of the fuel into the 
mechanical energy of the train was 
‘ccompanied by losses, and the reduc 
tidn of those losses to the smallest 
practicable figures was the aim of the 
designer. Che contintied popularity 
nd success of the steam locomotive 
were related to its reliability, length of 
erviceable life, slow rate of obsoles 


Cenet simplicity ind relatively low 
first Costs 

Mi Johnson gave in interesting 
description of the work of the locomo 
tive boiler, and the importance of 


draught in promoting active combus 
tion Great Western smokebox design 
was planned to minimise the loss of 
heat through the chimney in the form 
of unburnt fuel. In addition, the Great 
Western Railway was fortunate in com 
prising within .its system the Welsh 
coalfields, where steam- coal, unsur 
passed in the world, is produced 

Efficient steam raising aimed at the 
transference of the maximum of the 
heat energy in the fuel to the water 
in the boiler; the efticiency of the boiler 
was thus obviously defined ‘as the ratio 
of the heat so transferred to the original 
energy of the fuel In the case of 
Great Western Railway boilers, this 
ratio had been found by experiment to 
be in the order of SO pér cent 

Che lecturer spoke of the enormous 
pressure to which the boiler tube plates 
ind the flat surfaces of the firebox are 
subjected, and explained and illustrated 
the provision of numerous steel or 
copper stays of varying lengths and 
cdlimensions lie also explained the 
working of the injector. 

‘ Keferring ‘to the design of G.W.R 

King ’’ class locomotives, the speaker 
méntioned the ingenuity: of the valve 
gear, the direct drive to the inside 
cylinders being transmitted to the out- 
side"cylinders through a’ compensating 
rocking lever. By this means two sets 
of valves are driven by one set: of gears, 


thus reducing the amount of mechani- 
cal work lost in driving the motion, 
with evident improvement on the 
overall thermal efficiency. 

In regard to cylinder design and lay- 
out, Mr. Johnson spoke of measures 
adopted for maintaining all joints and 
passages steamtight [he renewable 
bush for the piston valve is now secured 
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in its position in the cylind asting 
by treezing previous to its sertion, 


an improvement on the former method 
of heating the appropriate portion of 
the cylinder casting. 


Great Western practice ii testing 
locomotives and locomotive prt’ was 
outhned by the speaker, whx ferred 
to the exact balancing of driving 
wheels, various shop tests for thermal 
efficiency, and the use of dyna- 
mometer car for checking the rk of 


the locomotive at the drawbai 








Retired Railway Officers’ Society in 1935 


Che annual report for the year ended 
December 31, 1935, shows a net in 
crease of eight in the society’s membet 
ship, bringing the total up to 130; 
this is an advance of seven beyond the 
record number of 123 established in 
1933 Nine members died during the 
vear, including Mr. T. R. Johnson, late 
Chief Commissioner, New South Wales 
Government Railways, who had been a 
member since 1916 and occupied the 
chair for 1921; and Mr. H. Marriott, 
late Assistant to General Manager, 
L.M.S.R., who was President for 1933 

During 1935 seven monthly meetings 
were held; the highest attendance was 
51 on October 1, and the average num 
ber 42. At six of these meetings the 
proceedings were enlivened by interest 
ing talks mostly of a_ reminiscent 
character, given respectively by the 
President, Major G. Newton Ford 
Mr. R. H. Nicholls, Mr. G. G. Senior, 
Sir Arthur Watson, and Mr. E. Whar 
ton The society's social programme 
again included a ladies’ afternoon and 
tea, two luncheons, and a summer out 
ing, all of which were well patronised. 
At the ladies’ tea, held in the Liverpool 
Street Hotel, on January 11, the fair 
weather permitted a gathering of 71 
ladies and members, who spent a most 
enjoyable afternoon renewing and ex 
tending friendships, light entertainment 


at intervals adding to the general note 
of cheerfulness. 

The annual luncheon, held on March 
11, was an outstanding success, and 
121 members and guests were present 

the highest number yet recorded 
Mr. William Whitelaw, Chairman of 
the L.N.E.R., was the guest of honour, 
and another guest was Sir Herbert 
Walker, General Manager of the 
Southern Railway. As on many 
previous occasions the River Thames 
secured the popular vote for the sum 
mer excursion, and this took place on 
june 25, by steam launch from Maiden 
head to Henley. Luncheon was taken 
it Marlow, and tea at Henley he 
G.W.R. repeated its many kindnesses 
of the past by providing free train 
facilities along the route from and to 
Paddington. The company numbered 
63 as against 53 who took part in the 
Knebworth and St. Alban’s trip thi 
previous veal The concluding 
luncheon of the year took place in the 
Liverpool Street Hotel on Nove mber 5, 
when 119 members and = guests as 
sembled in the Middlesex Suit On 
that occasion the party included Sit 
Follett Holt, Chairman of the Buenos 
Ayres Great Southern Railway Com 
pany, and Sir David J. Owen, General 
Manager of the Port of London 
Authority 








Institution of Railway Signal 


The twenty-third annual meeting of 
this body was held on Wednesday 
evening last, February 12. The retiring 
President, Mr. H. E. Morgan, was in the 
chair at the opening of the proceedings 
Che annual report, from which the mem 
bership figures are quoted in an 
editorial note on page 278, showed 
that a loss of 52 members had _ been 
nearly offset by 42 new members, and 
that the registered membership on 
January 1, 19386 was 83 

The financial statement showed that 
the year opened with a credit balance 
of £257, and, although £100 of 33 per 
cent. conversion loan was purchased, 
there was a balance at the bank of 
£313. After the report had been 
adopted, Mr. Morgan presented the 
awards for the first and second 


students’ prize essays to Messrs. F. W. 
Young and E. L. Beavan, and those 
for the best papers read during the 





Engineers’ Annual Meeting 


vear. Of the latter, the first prize went 
to Mr. F. Edwards and the second to 
\ir. F. B. Egginton. 

The election of officers followed. The 
new President is Mr. W. S. Roberts; 
the Vice-President is Mr. H. M. Proud 
Mr. T. S. Lascelles was re-elected as 
Hon. Treasurer and Librarian, and M1 
VM. G. Tweedie as Hon. Secretary The 

rutineers reported the result of the 
ballot for the Council for 1936 to show 
the election of the following sixteen 
members : 

Messrs. J. Boot, F. L. Castle, G. H. Crook, 
F. J. Dutton, H. H. Dyer, E. W. Hallam, 
C. H. Hills, F. Horler, W. R. Jones, P. Lomas, 
H. W. Moore, R. Falshaw Morkill, A. Moss 
\. Oldham, F. H. D. Page, and F. W. Reed 

Messrs. L. J. M. Knotts and F. 
Edwards were elected as Hon. Auditors. 
The new President, having — been 
installed in the chair, then gave the 
presidential address. 
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Railway Publicity 


O isday, February 13, Mr. G. 
E. | Commercial Assistant to the 
Sup nt of the Line, G.W.R., 
rea er on “* Railway Publicity 
¥ » Railway Students Associa 
tic 1e London School of Econo 

\ ¢ himself the question ‘‘ what 
S tion of railway publicity,’’ 
Mr. Urton gave the reply, ‘‘ to make 

( the entire population of the 
Brit isles ind occasionally beyond, 
th u passenger and freight 
faci of the railway.’’ There was 
su vast number of facilities to be 
id sed that the difficult question 


ided was where to begin and 
The Great Western spent nearly 


50 | cent. of its press allocation on 
1d sing excursion facilities. These 
sp | trips numbered not far short 
of 25,000 a year, and necessitated the 
t weekly use of about 250 news 
papers. This might be termed essential 
ad sing 

[he most interesting tvpe of adver 
tising however, was the so-called 
or il advertising. This covered the 
entire organisation of the railway, from 
dog facilities to air transport, and 
could be made to yield equally good 
results. Prestige advertising, by which 
was meant the advertising of such 


features of service as speed and com 
fort, was effective but expensive, and 
! d careful consideration. Drawing 
ittention to the fact that railway ad 

tising is virtually absent from the 
lumns of the press for eight months 

of the twelve, Mr. Orton said he 


looked forward to the day when the 
four companies would have a kind of 





pool which would allow the advantages 
of rail travel to be kept before the 
public throughout the year. Joint 

rtising for certain cheap fare 


facilities, such as summer tickets, had 
been adopted, however, through the 
Railway Clearing House, on the sug 
gestion of the Great Western Railway. 
It was often asked, continued Mr 
Orton, why it was that the railways 
lid not advertise safety The reason 
that they were superstitious. 
Opportunities, however, did occur for 
ing the attention of the public to 
the matter. He added that imme 
diately after the recent accident at 
Shrivenham, he had _ circulated an 





innouncement to the effect that until 
that day only one passenger had been 

led in 20 vears on the Great Western 
Railway Chis statement appeared in 


ul t every newspaper and = was 
broadcast in the B.B.C. news bulle 


tit ith the result that it could now 
be said to be fairly well known. The 
slogan It’s safer and quicker by 
rail ’’ would at least possess the virtue 


of truth in advertising. 
and foremost among the 
ind publications issued by the 


G.W.R. was undoubtedly the annual 


Holiday Haunts.’’ This provided an 
vear-round task for a staff of 


four, and about 250 tons of paper were 
used in its production each year. He 
was told that could the pages of a com 
plete issue be made into one roll they 
would furnish a girdle round the world 
with a few thousand miles to spare. 
Special literature had to be prepared 
for use in connection with the com 
pany’s agencies in Paris, Rome, and 
New York Perhaps, however, it was 
the pictorial poster, in which there had 
been a considerable advance in recent 
vears, that ippealed most to the 
imagination. A poster to “‘ go over,”’ 
however, had to be extraordinarily 
original, and competition was so keen 
ind the number of posters so numerous 
that it was no isy task to select 
designs Some recent designs had 
evoked criticism, but it was the poster 
that was passed constantly without 
producing either praise or criticism 
that was a failure 

Mr. Orton then drew attention to 
the fact that the Great Western was 
the only railway that placed public 
inquiries under the heading of pub 
licity It was the realisation that ther: 
could be no better publicity than pro 
viding a good service in the shape of 
swift and accurate answers to publi 
inquiries that determined this policy 
[In his opinion the importance of this 
could not be over-emphasised Last 
vear the Public Information Bureau 
dealt with more than 61,000 inquiries 
through the post, of which more than 
50 per cent. necessitated typed replies, 
and telephone inquiries during the yeat 
numbered approximately 400,000. 

It was a matter of interest to note 
that the Great Western was the first 
railway to supply news to the news- 
papers. This had grown to be of great 
service both to the railways and the 
press. Sometimes, however, as in the 
case of an accident, the best news for 
the newspapers might be the worst 


kind of advertisement for the railway. 
The Press Bureau was responsible for 
the control of information to be issued 
and also the arranging of facilities for 
photographic and film agencies 
Referring to a theory of his, M: 
Orton said he thought that while the 
members of the operating staff received 
a full and careful training, those em 
ployed on the commercial side, and 
who were thus brought more into con 
tact with the travelling public. were 
left more or less to “‘ pick up ”’ thei 
jobs from their fellows. In the cass 
of enginemen, who attended Mutual 
Improvement Classes and received de 
tailed instruction, nothing was left to 
chance. A careful training for the 
commercial staff, including instruction 
in the psychology of their various jobs, 
would, he suggested, go far towards 
eliminating complaints and_ claims. 
Most complaints resulted from a mem 
ber of the staff being faced with an 
unexpected situation Such training 
had been attempted on the G.W.R 
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Mr. Orton then related how he had 
been responsible for showing the 
G.W.R. centenary film, ** The 
Romance of a Railway,’’ to the staff 
ind their families all over the system. 
[he opportunity had been taken to 
give a short goodwill talk at the con- 
clusion of each showing. The line the 
talk took was to appeal to the staff 
to build up on the pioneer work that 
had been done in the past. It was also 
pointed out how important it was in 
these days to cultivate the goodwill of 
the public. He found that these talks 
had been listened to with the utmost 
attention by all grades, and he was 
convinced that they had been 
thoroughly appreciated. 








Questions in Parliament 


Lancashire Railway Electrification 

Mr. Chorlton on February 5 asked 
the Minister of Transport if the exami- 
nation by the railway companies into 
the question of the electrification of the 
railways of South Lancashire has yet 
been concluded; and whether he would 
endeavour to secure that the line 
Manchester, Oldham, Rochdale, Bury, 
should be one of the first to be so con- 
verted 

Mr. Hore-Belisha.—I am _ informed 
that the railway companies are about 
to meet deputations of local authorities 
to discuss the development of transport 
facilities in this area and I will bring 
the suggestion to their notice. 


Southern Railway Assessment 

Mr. H. Morrison asked the Minister 
of Health whether he could -make any 
statement with regard to the result 
recently announced of the appeal of the 
Railway Assessment Authority and the 
London County Council and others 
igainst the order of the court of the 
Railway and Canal Commission relating 
to the assessment for rating of the 
Southern Railway having regard to the 
erious consequences involved. 

Sir Kingsley Wood.—I am informed 
that, under the procedure to which 
reference was made in the judgment, 
the Railway Assessment Authority 
have decided to ask the Railway and 
Canal Commission for an extension of 
time to enable them to apply to the 
Commission to review its decision. 


Tientsin-Pukow Railway 

Mr. Moreing on February 10 asked 
the Secretary of State for Foreign 
Affairs whether he was aware that the 
average monthly profits of the Tientsin 
Pukow railway during 1934 were 
between 500,000 and 600,000 dollars. 

Mr. Eden.—According to my infor- 
mation, the figures given by my hon. 
friend represent approximately — the 
published revenue of the Tientsin- 
Pukow Railway during 1934. It is not, 
however, certain that this sum can be 
said to represent the net profits avail 
able for the service of the loan. 
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The Future of Port Control* 


(See editorial note on page 277) 


There are in the United Kingdom 
about 330 ports which may be regarded 
as commercial undertakings, and they 
come under the following categories as 
regards their control 
i. Local commissions or trusts not 

working for profit, established 


under statutory authority .. 110 
2. Municipal authorities .. a: 70 
3. Railway companies $3 gd 50 
4 Harbour companies or. in 

dividuals a oP ic 100 


Che net registered tonnage of shipping 
that arrived and departed from the 
ports of the United Kingdom for the 
last year for which the figures are avail 
able amounted to 345,794,275, but this 
tonnage was by no means evenly dis 
tributed As a matter of fact seven or 
eight of the largest ports between them 
account for half of the traffic, as will be 
seen from the following table 


Per cent 
London ai ; ‘ . 17-05 
Liverpool 9-73 
Southampton ; ; 6-94 
Newcastle (including North and 
South Shields 5-16 
Belfast ‘ ‘ p 3-80 
Hull - oe = , 3-22 
Glasgow ct - . és 3-21 
Mancheste1 _ r 2-11 
51-22 


rhe ports under the public trust form 
of administration deal with about 70 per 
cent. of the shipping of the country and 
the vast majority of the general cargo 
trade Another 25 per cent ! 
modated at the railway ports where the 
shipping is to a large extent engaged in 
the coal trade ; Southampton and Hull 
are the only two doing a large general 
business. It will thus be seen that the 
shipping of this kingdom ts concentrated 
in comparatively few ports, but that 
there are numerous ports dealing with a 
trifling volume of traffic During the 
last century a great change took place 
in the distribution of the traffic In 
1855 the Board of Trade returns gave 
statistics of coastwise traffic for 102 ports 
of which no fewer than 70 are no longer 
sufficient Importance to 
justify the publication of separate 
figures, and which, so far as they are 
used at all, are now included under the 
‘ other ports ; the traffic 
of ‘‘ other ports ’’ now represents only 
about 1-3 per cent. of the whole. 

Port trusts are usually established by 
special Acts of Parliament empowering 
them to work the particular under 
takings specified in the Act, and while 
the duties performed and the 
carried on are similar in the case of all 
port authorities, the constitution of the 


l- 


Is accol 


considered of 


heading of 


work 


authority or board of control varies 
considerably. The authority usually 

* Abstract of a paper entitled The Future of 
Port Control with Special Reference to the P i 
bilities of Grouping.”’ by Sir David J. Owen, presented 
to the Institute of Transport in London on February 10, 


consists of anything from about 12 to 
50 members, some being elected from 
a constituency of payers of port charges 
and others being appointed by the 
Government and by local bodies, &c., 
interested in the welfare of the port, 
such as municipalities, chambers of 
commerce and landowners. Che form 
of constitution at each of the ports 
seems to have been settled originally as 
a sort of between the 
various interests with the 


compromise 
connected 


port. Bristol is the only port of any 
considerable degree of importance 
which still remains attached to the 


municipality 

The railway controlled ports 
of them large and important—include 
Barrow, Fleetwood, Garston, Grange- 
mouth, and Heysham, which are owned 
by the L.M.S.R.; Grimsby, Harwich, 
Parkeston, Hull, and Immingham, 
owned by the L.N.E.R Barry, Fish- 
guard, Newport, Swansea, and Bute 
Dock, Cardiff, belonging to the G.W.R. ; 
and Folkestone, Newhaven and South- 
ampton, the property of the Southern 
Railway They were acquired by the 
respective railway companies from other 
concerns or built as new undertakings as 
adjuncts to the main business. of those 
companies. Certain of them are nothing 
more than links or stepping stones from 
the railway to the steamboat 

From this picture of the control of 
ports in the United Kingdom it will be 
clear that there has not been anything 
in the nature of standardisation or 
national planning in connection with 
the constitution of our port authorities. 
But even when we survey the ports in 
other parts of the world, whether in 
old or new countries, we do not find any 
uniformity of system in their govern 
ment In the British Dominions many 
oft the ports are under the control of 
commissions, usually of few members. 
In South Africa, the ports, with the 
railways, form one undertaking directly 
run by the Government. 

Five years ago a Royal Commission 
was appointed to take into consideration 
the problems arising out of the growth 
of road traffic, with a view to securing 
the employment of the available means 
of transport in Great Britain (including 
transport by coastwise and by 
ferries) to the greatest public advantage. 
This commission stated first of all that 
the efficiency of many of the port 
undertakings controlled by public trusts 
could not be denied. The Port of 
London, the Mersey Docks & Harbour 
Board, and the Clyde Trust, to mention 
the three largest,- were examples of 
statutory authorities which had done a 
great deal to provide the most modern 
and convenient accommodation for 
shipping, both ocean and _ coastwise. 
The same remarks applied in no less 
degree to railway and municipally-owned 
docks The Royal Commission added 
that it was of opinion that the best 


some 


sea, 
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kind of authority to own docks anq 
harbours was a public trust, such as 
existed in London, at Liverpool, on 
the Clyde, and elsewhere. The report 
went on with these important words 
‘Moreover, it would appear to be 


greatly to the public interest t such 
trusts should not be confined to single 
ports, but should control all the bours 


in a particular district.”’ 

Turning to his main theme of the 
future control of ports, the author said 
that the total capital expenditure at 
all the ports of the United Kingdom 
exceeded £230,000,000, and that the 
capacity of many of those ports was 
probably far in excess of the require- 
ments of existing trade. If th 


Over- 
seas trade of the country was not likely 
to increase in the future in the same 


ratio as was the case during the past 
century, then the question of the 
development of ports needed to be 
watched carefully to see that capital 
money was not wasted by duplication. 
When _ port were considered, it 
would be seen that the capital outlay 
being much the same _ for similar 
accommodation throughout the country, 
and the price of labour being settled on 
a national basis, the charges at ports 
could not vary very much unless there 
was extravagance in administration, or 
profit-making. Competition, therefore 
could not make them lower. 

Sir David Owen concluded that what- 
ever might be said or whatever might 
transpire in any direction in connection 
with the future control of ports, it 
would seem that “‘ grouping ’’ must be 
faced. The first point was the definition 
of suitable ‘‘ districts,”’ but he was 
sure there would emerge certain definite 
areas which from commercial and geo- 
graphical conditions would naturally 
form districts with a common interest 
in port facilities and development. If 
it was admitted as a fundamental truth 
that all ports were to be so run as to 
be of the greatest service possible to 
the whole of the community, then the 
question required exploration as to 
whether they were giving that service 
This involved the further question of 
their relations with a _ properly co- 
ordinated system of transport by road 
railway, canal and coastal ships. It 
might be that a port system arranged 
on different lines would benefit the 
various forms of transport, and through 
them the whole country. 


costs 








PROBLEM OF METALLIC 
Institute of Metals is arranging a special 
meeting to discuss the subject ol 
metallic wear. It will take place in 
London on March 10, in connection with 
the institute’s annual general meeting 
The discussion will be opened by Dr 


H. W. Brownsdon, with a paper which 
reviews some of the major factors 
involved and indicates a method by 
which they can be quantitatively 


assessed. Cards of invitation may be 
obtained from Mr. G. Shaw Scott, M.Sc 
Secretary, The Institute of Metals, 36 
Victoria Street, London, S.W.1. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Streatham) Common, Southern 
Railway, July 12, 1935 

Thi ident report, by Major 
Wilson, relates to the 


._ £ 
sah vheels of the locomotive of a 
pass train from East Grinstead to 
Vict being derailed, without any 
personal injury and with minor damage 
only to the engine and the track. The 
train was drawn by a 4-4-2 tank 
engil running bunker first, at high 
speet ; the up main line, which is 
the itermost (west side) of four 
running lines. As is frequently the 
case with derailments, the cause was 
rath lifficult to assign with precision. 
Instead, therefore, of following Major 
Wilson through his review of these 
various possibilities, we think it suffi- 
ient to reproduce his conclusion. It 
may be useful to note that from East 
Croydon, the last stop, to Windmill 
Bridge Junction is 4 mile; thence to 
Streatham North Junction is 3? miles; 


the point of derailment was 370 yd. 
farther on, and 14 miles before Balham 
Ihe speed restrictions were : 
through Windmill Bridge Junction, 40 
m.p.h.; through Streatham North 
Junction, 609 m.p.h.; through Balham 
Junction, 50 m.p.h. At the two latter 
points, the restriction was imposed by 
the necessarily modified superelevation 
through the connections. 

Major Wilson observes that the de 
railment of a well-balanced engine on 


track which is intact—there was no 
evidence of absence of keys due to high 
temperature—and maintained to a high 
standard is difficult to ascribe to any 


me cause, although the actual sequenc« 
of derailment in this case is open 
to little doubt. To account for 
this accident, therefore, a combination 
f factors must be sought, such as speed 
f the train, the characteristics of the 
road at the site, and the design and 
condition of the engine. 

The initial derailment to the left of 
the trailing coupled wheels must have 
been brought about by. heavy side 
pressure, aided in all probability by 
temporary relief of weight on the left 
hand wheel. Starting from this 
premise, the causes which may have 
led to this state of affairs must be con 
sidered 

Speed was undoubtedly high at the 
time of derailment, which occurred at 
the end of some three miles of falling 
gradients 
Rugman, the engine had been steam 
ing, though lightly, since leaving East 
roydon; the load consisted of three 
ogie coaches only, and this class of 
‘ngine with 6-ft. 7}-in. wheels and 


piston valves can freely attain high 
speed, as Major Wilson observed from 
the footplate with more’ than double 
the load. Furthermore, signal box 
mings of the train concerned indi- 
ated an average speed of nearly 60 
m.p.h. from Windmill Bridge Junction 


to Streatham North Junction; although 


According to Driver 


such timings should be accepted with 
reserve as sole evidence of speed over 
a short distance, they afford confirma 
tion of an estimate arrived at by other 
means. Allowing for observance of the 
40 m.p.h. restriction at Windmill 
3ridge Junction, this average would 
involve the attainment of well over 
60 m.p.h. at the foot of the gradient. 
In spite of the estimate of 45 m.p.h. 
given by the guard, Emery, and 
Signalman Nunn of Streatham North 
Junction, Major Wilson is of the opinion 
that the speed of the train when the 
derailment took place cannot have been 
less than 65 m.p.h. and may well have 
been higher. Both enginemen thought 
the speed to be 55 m.p.h., but the 
existence of the 60 m.p.h. restriction 
through Streatham North Junction, of 
which Driver Rugman was aware, 
should be borne in mind. The distance 
run by the train after the derailment, 
however, namely, 540 yd., is not re- 
garded as evidence of speed, since 
Driver Rugman wisely made only a 
light application of the brake on first 
feeling the unusual movement. 

With regard to the characteristics of 
the road, the junction and_ the 
succession of short curves of varying 
radius demand compromise in respect 
of superelevation. There is a length of 
tangent of 50 vd. under Mitcham Lane 
bridge on which superelevation varies 
from 14 to 2} in., though the highest 
rate of variation in this length is } in. 
in half a length of 45 ft. rail. Although 
this class of engine is not markedly 
sensitive to track variations in line or 
level, Major Wilson thinks it is possible 
that the existence of appreciable super 
elevation on tangent track, unavoidable 
at this point, combined with a speed 
that was certainly high having regard 
to the varying, though moderate, 
curvature, initiated rolling of the 
engine. Although evidence was forth- 
coming that rolling was unusual here 
in spite of moderately high normal 
speeds, he does not regard this as pre- 
cluding the possibility of rolling being 
initiated from this cause on a specific 
occasion. The reaction of a locomotive 
to the track at speed cannot obey 
rigid laws; without the damping effect 
of a separate tender, a tank engine is 
inherently more sensitive to track varia 
tions, and momentary conditions may 
arise, although perhaps rarely, when 
contributory factors, such as weight 
distribution according to the load of 
water and fuel, surging of water in the 
tanks—which were about half empty 
at the time of derailment—spring 
periodicity, and possibly the phase of 
the hammer blow, may all be favour- 
able to the building up rather than to 
the damping out of an incipient roll. 

Nevertheless, the inspecting officer 
does not think that the rolling can 
have ever become really _ severe; 
Driver Rugman was not alarmed, and 
Fireman Ayres, who was a particularly 
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good witness, referred to it as nothing 
out of the ordinary. The evidence of 
these two men is conflicting, which is 
understandable, as to the exact point 
at which the rolling started; although 
Driver Rugman thought this to be 
after Mitcham Lane bridge, 119 yd. 
south of Streatham North Junction, 
Fireman Ayres was emphatic that it 
began between the trailing junction and 
the bridge; on the other hand, it is 
significant that the commencement of 
the rolling was approximately | coinci- 
dent with passage over the length of 
tangent, immediately following which, 
it should be noted, the waves of side 
wear on the high rail were first ob- 
served. Although it is not thought 
that the side wear directly contributed 
to derailment, its presence in this 
form suggests that a certain unsteadi- 
ness in running may have been preva- 
lent at this point, possibly due to the 
presence of superelevation on tangent 
track. 

Although the increase from standard 
of axlebox sideplay of the engine was 
not abnormal in view of the mileage 
run, it cannot be overlooked that ;% in. 
wear had taken place between the 
pony casting and the main frame, 
allowing a total uncontrolled sideplay 
to the pony axle, including axlebox 
clearance, of 33 in. 

Initial derailment occurred on a 
leaving transition from a_ 60-chain 
curve; regular displacement of ,the 
pony on this curvature would be slight 
and probably insufficient, with this 
amount of free play, to bring the pony 
control spring into action. Guiding of 
the engine would thus devolve on the 
right trailing coupled wheel, of large 
diameter and less favourably situated 
in respect of leverage. High flange 
pressure would result, accentuated by 
the usual nosing action round the 
curve, although this is not unduly pro- 
nounced in engines of the I.3 class. 
Once the rolling started, temporary 
relief of weight would occur on alter- 
nate sides of the engine; should a roll 
to the right have coincided with the 
upward or negative phase of the 
hammer blow (2-68 tons at 4} r.p.s. or 
64 m.p.h.) of the right-hand trailing 
coupled wheel, the combination of 
heavy flange pressure and relief of load 
would have set up conditions favour 
able to climbing and subsequent derail- 
ment. In this connection it is note- 
worthy that the spring deflection tests 
showed that the right-hand pony bear- 
ing spring was appreciably less resilient 
than standard (1°, in. camber under 
6 ton load as against 1 in. designed), 
which might allowit to assume momen- 
tarily more than its share of the load 
to the further relief of weight on the 
right trailing coupled wheel. 

Reference was made by the sub- 
ganger, who was considered to be a 
reliable man, to a rail joint, which had 
been left opened out, or unboxed, four 
rail lengths in rear of the point of 
derailment, although on Major Wilson’s 
inspection of the site on July 21 this 
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joint had been filled in and, with the 
neighbouring joints, appeared to be of 
good level. It is not thought that this 
can have had any bearing on thi 
derailment, in view of the independent 
evidence of two steam train drivers 
and two motormen of electric trains, 
all of whom had passed over the sit 
on the up main at high speed on the 
day in question—the motormen of the 
two electric trains a few minutes 
before the accident—and had felt no 
unusual movement 

While it is not possible to define with 
certainty the exact cause of this derail 
ment, Major Wilson feels that Driver 
Rugman must have been travelling 
faster than he realised, and that the 
most likely cause was too high a speed 

over 65 m.p.h.—having regard to the 
two contributory factors, namely, the 
reduced guiding effect of the pony 
axle, which was leading, and the vary 
ing curvature of the track, which 
necessitated appreciable superelevation 
on tangent. He does not consider, 
however, that the maintenance of the 
track was open to material criticism 
having regard to its age and the 
punishing effect of the heavy multiple 
unit trafic 

Although the 60-m.p.h. restriction 
through Streatham North Junction, if 
observed, should preclude the speed, 
at any rate of steam trains, rising ap 
prec iably highe r before speed 1S reduc ed 
for the 50-m.p.h. restriction at Balham 
Junction, less than 14 miles further on, 
Major Wilson thinks it is questionabl 
whether speeds of this order through 
the varying curvature at the site of the 
accident are not sufficiently high to 
permit of dangerous oscillation, par 
ticularly of a tank engine, when all 
conditions are favourable to its deve 
lopment. Furthermore, he doubts 
whether a_ speed restriction of 60 
m.p.h. through Streatham North Jun 
tion is sufficiently below the general 
level of speed at this point both of 
steam. and electric trains to make much 
impression on a driver’s mind Phe 
restriction, therefore, is probably dis 
regarded in_ practice, and under 
favourable conditions, as were present 
in this case, such as a free running 
engine, a light train running a littl 
late, and good weather, speed may well 
rise to an undesirable limit. The com 
pany is carrying out a regular pro 
gramme of curve realignment, some 234 
miles of single track having been dealt 
with since January, 1933. The up 
main line between Streatham North 
Junction and Balham Junction has not 
yet been realigned, but Major Wilson 
understands this is in hand; although 
a preliminary chord survey does not 
appear to have disclosed any marked 
irregularity, he thinks the company 
should consider, in view of all the 
possible traffic conditions, the desir 
ability of imposing a speed restriction, 
lower than 60 m.p.h. at this place, 
pending further consideration when this 
realignment is completed. 
Generally, with regard to speed re- 
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strictions in the congested suburban 
area, Major Wilson feels that the ques 
tion of definition by visual means 
merits serious consideration. There are 
six permanent restrictions varying 
from 30 to 60 m.p.h. in the 103 miles 
on the up main line between East 
Croydon and Victoria; a driver on a 
route such as this, where the block 
sections are short, is fully occupied in 
observing signals, and it appears that 
there is a risk that he may consequently 
overlook speed restrictions committed 
to his memory, if a visual reminder is 
not provided 

With regard to the diminished 
guiding effect of the pony truck, this 
was brought about by wear between 
the lugs of the engine frame and the 
retaining washers of the pony control 
spring; this must have increased the 
liability to derail of the following 
oupled wheels, and it is important, 
therefore, that the designed effect of 
the pony should be maintained in 
service, and not allowed to diminish 
through wear Major Wilson was 
informed that it was the practice at 
running sheds to take up play in the 
pony casting of engines of this class by 
the insertion of horseshoe-shaped 
vashers between the lugs of the frame 
and the retaining washers of the control 
springs Lifting is not entailed, but he 
understands that this work is done only 
when an adverse report is made as to 
the riding of the engine This wear 
had been permitted to develop in this 
engine to the extent of allowing {% in. 
uncontrolled sideplay in the pony 
isting; in view of the simplicity of 
method, it appears desirable that atten- 
tion in this respect should be regular 
ind periodical, rather than occasional 
is the result of an adverse report from 
enginemen. 

Apart from the development of un 
controlled sideplay due to wear, it is 
questionable whether an increase in the 
strength of the pony control spring is 
not desirable in engines of this class. 
rhe initial controlling force is 1-05 
tons; increase in this initial force would 
undoubtedly throw more guiding effect 
m to the pony to the relief of the 
coupled wheels, and the practicability 
f this appears to be for consideration. 

This is a case where the use of 
deeper flanges on the engine, as is 
standard practice of one company, 
light possibly have had a preventive 
ttect 

It is significant that an engine of this 
class, running bunker first, became 
derailed in December, 1932, under 
circumstances which bear a_ striking 
resemblance to those of the accident 
under review he train was reported 
to have been approaching Balham 
Junction on the up main line at a 
speed of 40 to 45 m.p.h. round the 
left-handed curve of 34 to 28 chains 
radius, when the trailing coupled 
wheels—leading coupled as running 
left the rails to the outside of the 
curve, the pony and the remaining 
wheels of the engine and train not 
becoming derailed. No defects in the 
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permanent way or in the running gear 


of the engine were found th could 
readily have accounted for the ident, 
which was attributed at the ne to 
. 2-in. stud and nut becoming iched 
irom the rear sand box and falling 
on to the rail between the le:t-hand 
pony and_ trailing couple vheels 
lifting the latter sufficiently ause 
derailment; it is understood that this 
stud and nut, though miss from 
the engine, were not found on the 
permanent way, although s¢ 1 was 
cxhaustive. Major Wilson dis 
cussed this derailment with the com 
pany’s officers, who now thin t pos 
ible, on account of the similarity of 
the two cases, that obstruction by the 
missing stud may not have been th 
true cause On account of the nark 
ibly similar circumstances, lh: nnot 
ivoid the conclusion that th two 
derailments were most likely d to a 
similar rare combination of unfavour 
able conditions 

It appears that under certaii ndi 
tions this 1.3 class of engine has a 
lessened margin of — safety gainst 
derailment at speed when running with 


the pony truck leading, particularly 
when appreciable sloppiness has been 
allowed to develop; Major Wilson 
therefore recommends that the engine 
workings should be re-arranged so that 
engines of this class may run chimney 
first when hauling trains whose booked 
timings demand maximum speeds of, 
say, 40-45 m.p.h. and over. 








L.N.E.R TRAIN CRUISES—Three 
train cruises by the Northern Belle have 
been arranged for 1936. The train will 
leave King’s Cross at 9.0 p.m n 
Fridays, May 29, June 12 and 19, for 
an extensive tour of the Highlands 
Che first day is spent in the Aberdeen 
district with a motor coach tour to 


Cruden Bay On the second = day 
passengers visit Balmoral and Deesid 
by coach. The third day is to be 


devoted to the central Highlands in 
cluding the Pass of Killiecrankie and 
Blairgowrie, &c., with Pitlochry as thé 
centre. The fourth day includes a 
steamer trip on Loch Lomond with a 
visit to the far Western Highlands, the 
port of Mallaig and Fort William. On 
the fifth day passengers will make an 
extensive motor coach tour visiting 
Oban, Inveraray, Garelochhead, Shan 
don, and Helensburgh. The sixth day 
includes a visit to the Forth Bridge and 
a tour of the City of Edinburgh, and 
passengers return to London on the 
morning of the seventh day. Certain 
meals will be taken at hotels but every 
night passengers will return to their 
bedrooms on the Northern Belle. The 
inclusive fare for the week’s tour will 
be £20. Special arrangements are being 
made for Continental visitors, who can 
obtain through tickets from the Hook-of- 
Holland, Antwerp, and Flushing for £25 
which, in addition to the Northern 
Belle tour, provides for a day in 
London. 
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RAILWAY AND OTHER REPORTS 


The Secretary 


Southern Railway. 
writes rruary 10 :—‘‘ The directors 
of tl ithern Railway Company 
ann iat there is an increase in the 
eros pts for the year 1935 as 
com] vith the previous year of 
(364,2 ind of £271,962 in*«the net 
revenu In arriving at the net revenue 
credit been taken for a saving of 
250,01 1 respect of rates and contri 


the Railway Freight Rebates 
have resolved to recom 





| un Phey 

mel proprietors to declare a final 
divid f 4 per cent. on the preferred 
wdinat tock, making with the interim 
divid of 1 per cent. already paid, 
5 per nt. for the year 1935 This 
com] with 4 per cent. for the 
previ year. The balance carried 
forwal is £225,875, compared with 


{227 353 It is intended to pay the 


227 
dividend on Tuesday, March 38.’’ 


London Midland & Scottish Rail- 


way.—The Secretary writes, February 
12 For the year 1935, the com- 
pany’s railway receipts increased by 


{1,086,600 and receipts from all sources 


increased by £1,225,000 ; increases in 
working expenses amounted to £119,000 
aking a net increase of £1,166,000, the 


net revenue being £13,028,000 The 
working expenses included an additional 


payment of £450,000 for salaries and 
wages, and against that there was a 
reduction of £885,000 in what would 


otherwise have been charged for rates 
and rate relief The company in the 
circumstances explained on several occa 
claimed that their ultimate 


sions, have 

liability for rates and rate relief pay- 
ments would be reduced as from April 1, 
1931, to less than one-half of the pay 
ments currently required to be made 
The recent decision of the House of 
Lords in the case of the Southern Rail 
way Company confirms the contentions 
of the railway companies on the ques- 
tions of principle which have arisen 
\ccordingly, while the actual liability 
of the company will not be settled for 
some time, in ascertaining the expendi 
ture chargeable for 1935 the deduction 
of 50 per cent. on account of the ultimate 
orrection has been made from the 


provisional payments in respect of 
England and Wales 
\t the meeting of the board on 


November 28, it was decided to pay the 


following final dividend :—£2 10s. per 
cent. on the 5 per cent. redeemable 
preference stock (1955), making with 


the interim dividend of £2 10s. per cent., 


43 per cent. for the year; and at the 
meeting of the board today it was 
decided to recommend the following 
final dividends : {2 per cent. on the 
} per cent. guaranteed stock, making 
with the interim dividend of £2 per 
cent 4 per cent. for the year ; £2 per 


cent. on the 4 per cent. preference stock, 
making with the interim dividend of 
{2 per cent., £4 per cent. for the year ; 
and a dividend of £4 per cent. on the 
4 per cent. preference stock (1923); 


carrying forward £135,000 to 1936, and 
making no payment on the ordinary 
stock. The warrants in respect of these 
dividends will be posted on March 3.’ 


Railway.—-lhe 
company trom 


Great Western 

receipts of the 
railway and ancillary businesses for the 
year 1935, compared with the year 1934 
increased by £508,240, and gross ex 
penditure by £506,223. The net revenue 
for the vear amounted to £5,450,559, 
There have not 


ZTOSS 


an increase of £39,560 
been included in the accounts of the vear 
any figures in respect of the substantial 
sums which will be recoverable by the 
company as the result of the judgment 
of the House of Lords in the case of the 
Southern Railway. The Board, however, 
in reaching its decision as to the dividend 
has taken into consideration the fact 
that the company will be entitled to 
such repayments. The balance brought 
forward from last year £43,226, 
and after including £122,990 in respect 
of profit on realisation of investments, 
and appropriating £710,000 from the 
contingency fund, the directors decided 
to recommend the payment of the divi 
dend for the half year ended Decembet1 
31 of £2 15s. per cent. on the consoli 
dated ordinary stock, making £3 per 
cent. for the vear. The balance carried 
forward is £44,373 During the veat 
certain reserves, mainly in respect of 
income tax, which are no_ longer 
required, have been released and trans 
ferred to the contingency fund, which 
now stands at £1,514,577, as compared 
with £1,782,476 at the beginning of th 
year. The dividend warrants will be 
posted on the second proximo 


Was 


-assenger ‘Transport 
\n interim payment of 1} per 
in the / 


London 
Board. 
cent., less income tax at 4s. 6d 
on account of interest on London Trans 
port ‘‘C”’ stock for the financial year 
ending June 30, 1936, will be made by 
the board's registrars, the Bank of 
England, on March 25, 1936, to all 
holders of London Transport C_ stock 
registered or 
of the Bank of England at the close of 
business on February 21, 1936 In 
making this announcement, the board 
points out that there has been a sub 
stantial increase in working expenses, 
mainly due to the restoration of the 
percentage deductions from salaries and 
wages, to other adjustments in rates of 
pay and conditions of service, and to an 
increase in the cost of fuel This 
increase in expenses has not been fully 
met by the increase in receipts. 


books 


inscribed in the 


Forth Bridge Railway.—Ffor the 
vear 1935 the balance credited to the 
working company (the London & 
North Eastern Railway) was £2,019, as 
compared with £2,730 for 1934, and 
£2,754 for 1933. Traffic receipts from 
the L.N.E.R. were £175,060, compared 
with £177,000 for 1934 and £178,000 
for 1933, and the net receipts, after 
deducting expenditure on maintenance 
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of works, general charges, freight rebates 
fund—rate relief, insurance, &C.., 
amounted to £130,080 in 1935, com- 
pared with £131,201 in 1934 and £132,752 
in 1933. Net revenue was £123,952, 
against £124,663 in 1934 and £124,687 
in 1933 \fter providing for “interest 
(£28,933) on the 4 per cent. debenture 
stock and for a dividend of 4 per cent. 
(£93,000) on the ordinary stock, there 
remains a balance of £2,019 as above 


stated 
Great Southern Railways.—The 
Secretary writes, February 7 . The 


directors at their meeting today decided 
to recommend the payment of the 
arrears of dividends on the 4 per cent. 
guaranteed preference stock for the years 
1933 and 1934. For the half-year ended 
June 30, 1933, the dividend is payable 
at the rate of 4 per cent. per annum on 
the nominal amount of stock existing 
prior to the reduction made pursuant 
to the provisions of the Railways Act, 
1933. The dividends after that date 
are payable at the rate of 4 per cent. 
per annum on the existing amount of 
stock The directors regret that no 
profits are yet available for dividends 
on the preference and ordinary stocks of 
the company 


Siemens-Schuckert A.G.—At the 
board meeting of this company, held in 
Berlin on January 29, a dividend of 5 per 
cent. was recommended. This is the first 
time in five years that a dividend has 
been recommended. Net profits of the 
company, which represents the high- 
tension side of the Siemens Electric 
group, for 1935 were approximately 
£744,800, as against £110,254 for the 
previous year. It is proposed to add 
183,300 to special reserve. 


Siemens und Halske A.G.— A divi- 
dend of 8 per cent. 1s proposed by the 
directors of this company, which repre- 
sents the low-tension side of the Siemens 
Electric group. Of this dividend 7 per 
cent. is to be distributed in cash and 
1 per cent. is to be retained to meet the 
requirements of the capital stock law. 
Net profits for the year 1935 were 
£1,051,982, including £280,528 brought 
in, as compared with £802,331 in 1934, 
when the sum of £230,368 was brought 








~ | . . 
Forthcoming Meetings 

Thurvs.,—Mersey Railway 
Ordinary General), Winchester 
Broad Street, E.C.2, at 


Feb. 20 
Company 
House, 100, Old 
12 noon 

Feb. 26 (Wed.).-Great Western Railway 
Company. (Annual! General), Paddington 
Station, W.2, at 11.30 a.m 

Feb. 27 (Thurs.).—-Southern Railway 
Company (Annual General), Southern 
House, Cannon Street Station, E.C., at 
11.30 a.m 

Feb. 27 (Thurs.,—Dundalk, Newry and 
Greenore Railway Company (Ordinary 
General), Euston Station, London, N.W., 
at 12.30 p.m 

March 6 (Fri.)—Great Southern Rail- 
ways Company (Ordinary General), 
Gresham Hotel, Dublin, at 2 p.m. 
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NOTES AND NEWS 


First Aid Train at Olympic 
Games.—The German State Kailway 
first aid train, usually stationed at 
Munich, has been transferred to Garmisch 
for the _ period of the Olympi 
Winter Games, now being held at 
Garmisch-Partenkirchen, Bavaria, from 
February 6 to 16 

New G.W.R. Hotel in Cornwall.—- 
\t a dinner of the Plymouth Chamber 
of Commerce on Friday last, Mr. Charles 
J. Hambro, a Deputy Chairman of the 
G.W.R., announced that in connection 
with the building of the new line from 
St. Germans to Lcecoe, the G.W.R 
intended to build a large new hotel and 
lay out an 18-hole golf course near 
Looe 


More L.N.E.R. Streamlining. 
The L.N.E.R. has applied a modified 
form of streamlining to the quintuple 
restaurant car set (/.e¢., five coaches on 
six bogies) which is included in the 
express train leaving King’s Cross for 
Leeds at 10.10 every morning. The 
space between the coaches is now 
covered in with rubber sheeting similar 
to that used on the Silver Jubilee train 


Retired Railway Officers’ Lun- 
cheon.—The Spring luncheon of the 
Retired Railway Officers’ Society has 
been fixed for Tuesday, March 3, when 
the principal guest will be Colonel Sir 
Joseph Nall, D.S.O., T.D., D.L., M.P., 
Hulme, Manchester, a past President 
of the Institute of Transport, supported, 
it is anticipated, by a number of the 
principal officers of British railways 


New Colours for G.N.R. (I) En- 
gines.—The three-cylinder compound 
4-4-0 express locomotives No. 84 alco) 
and No. 87 Kestrel have recently been 
painted azure blue with black and white 
lining. The framing is signal red, black 
edged with a fine white line. A coat-of- 
arms appears on each driving splasher 
below the name plate All five of the 
compound express engines which work 
the fastest Dublin-Belfast trains are to 
be painted in this way The material 
used is a synthetic enamel which pro- 
vides a highly finished surface 


Cammell Laird Finances.— At an 
extraordinary general meeting of Cam- 
mell Laird & Co. Ltd., held in Birken 
head, on February 7, a resolution was 
unanimously carried authorising the 
issue by the directors of unissued 
ordinary shares of 5s. each to a total 
number not exceeding 1,400,000 Mr 
W. L. Hichens (the Chairman) explained 
that this issue was required to complete 
the redemption of all outstanding first 
and third debentures, of which the net 
balance was now #/1,098,778 Chis 
redemption was being effected by the 
issue of £500,CO00 four per cent. deben 
ture stock, to the extent of about 
£405,000 by conversions by debenture 
holders into ordinary shares, and to the 
extent of {212,570 by ordinary shares 


which would be taken up by a financial 


group at a premium. It was proposed 
to make up the ordinary share capital 
from its present figure of £957,430 to a 
round figure of £1,575,000. 


New L.N.E.R. London Suburban 
Halt.— A new passenger station on the 
L.N.E.R. between Woodford and Chig- 
well, known as Roding Valley halt, was 
opened on February 3. It serves resi- 
dential estates that are being developed. 

County Mayo Railway Closing.— 
The Great Southern Railways Company 
has refused the request of the Mayo 
County Council, Irish Free State, to 
restore the passenger service on the 
Westport-Achill line during the recon- 
struction of the road, and has intimated 
that the line will be closed for goods 
traffic on April | next. 


German Rail Concessions to B.I.F. 
Visitors.—The German State Railway 
is making a 25 per cent. reduction in 
fares to all visitors from Germany to 
the British Industries Fair in London 
and Birmingham These concessions, 
which apply of course only to the 
German section of the rail journey, are 
valid from February 17 to 28 on the 
journey to England, and from February 
17 to March 6 on the return journey 

Rail-borne Coal Factors Associa- 
tion.__The thirteenth annual dinner of 
the Rail-borne Coal Factors Association 
was held at Grosvenor House, Park 
Lane, on Monday night, February 10, 
under the chairmanship of Mr. Frank 
\dlam. The principal guests included : 

Sir Reginald Clarryv, M.P., Sir Herbert Walker, 
and Sir Ralph Wedgwood, and Messrs. H. F 
Baker, W. L. Boon, Errington Brewis, Henry 
Cooper, R. W. Foot, E. A. Hart, John Harrison, 
E. Painter, H. L. Pirie, J. Robertson, J. W 
Stewart, H. G. Tavlor, and J. Stanleigh Turner 

Argentine Government and Ex- 
change Rates with Railways.—In 
order to reach an emergency arrange- 
ment to come into force this vear, 
representatives of the Argentine rail- 
ways met the Argentine Ministers of 
Finance, Foreign Affairs, Public Works 
and Agriculture on Wednesday (Feb- 
ruary 12) to seek some formula by 
which the railways may be afforded 
some relief in the matter of exchange 
rates. The conference is stated to have 
accepted in principle the necessity for 
special treatment in respect of exchange. 
The railway representatives undertook 
to consult their London boards as to 
details and reply as soon as possible 

United Kingdom Railway Offi- 
cers’ and Servants’ A’ssociation. 
Sir Murrough J. Wilson, K.B.E., Deputy 
Chairman, L.N.E.R., has consented to 
preside at the 75th anniversary festival 
in aid of the funds of this association 
It is to be held at the Trocadero, 
London, on Wednesday, March 4. This 
well-known association, founded in 1861, 
exists to grant annuities to necessitous 
members when permanently incapaci- 
tated for work, and to the widows of 
members who are left in distressed 
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circumstances ; to provick ief in 
cases of sickness, at death for 
orphan children; and to gi assis 
tance in special cases of d and 
necessity. The amount als dis 
tributed exceeds £347,000 we 
understand that funds are no\ ntly 
needed. : 

Automatic Signals in elsize 
Tunnels.— By a clerical error, the posi. 
tions of these two tunnels w rans- 
posed in the editorial note in ssuc 
of January 31. The second l is 
the more northerly of the 1 ind 
Haverstock Hill station is at east 


of the eastern portal. 
Subsidence on G.W.R. Main Line. 


On February 10 a slip occurred in 
the retaining sea wall on the d side 
of the G.W.R. main line betwee) smin 
ster and Starcross, as a result the 
heavy gales which have been ex} iced 
in that neighbourhood recent! | it 
was necessary temporarily to ¢ the 
main lines for traffic. The d ling 
has been badly undermined and will not 
be available for traffic for some days 
but it has been possible to use t up 
line for the passage of the important 
trains, and general single-line working 
will be possible shortly. In the mean- 
time a number of trains are being 


diverted to run via the Southern Kail- 
way or the Teign Valley line. 
Institute of Transport Visit to 
Austria.—Many of those who had 
taken part in the Institute of Transport 
visit to Austria last vear, including Mr 
Sidney E. Garcke who was then l’resi- 
dent, had the pleasant experience on 
February 4 at a meeting of the Metro- 
politan Graduate and Student Society 
of the institute of re-living through much 
of that enjoyable event. A description 
of and commentary on the technical 
aspects of the tour was given by Mr 
EK. D. Brant, of the Railway Research 
Service, and this was followed by the 
exhibition of a film which had _ been 
taken by Mr. A. Witcomb Smith, the 
General Manager of the West Bromwich 
Corporation Transport. This film 
which was presented by Mr. Smith per 
sonally, excellently illustrated all aspects 
of the tour. A vote of thanks to Messrs 
Brant and Smith was moved by Mr 
Garcke and carried with acclamation 


New Zealand Railways Board 
Abolished.—An important announce- 
ment is made in a Keuters message 
dated February 9 from Wellington 
New Zealand, which, if correct, 1s 
likely to alter the whole policy of the 
New Zealand Government Kailways 
It states that Mr. Sullivan, Minister 
of Railways, announces the abolition 
of the Railwavs Board and the early 
resumption by the Government of full 
control of the Railway Department It 
may be remembered that the Railways 
Board is a non-official body appointed 
to protect the railways from political 
interference, and has been very success- 
ful in doing so, it would seem The 
new Labour Government ts, apparently, 
averse to such a policy, even though it 
has proved financially satisfactory. Th 
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CONTRACTS AND TENDERS 


Record Order for Southern 
Electrification 
Bruce, Peebles & Co. Ltd., engineers, 
Edinburgh, has received the largest 
order of its kind ever placed in Great 
Britain for the electrification exten 
sions of the Southern Railway Phe 
value of the contract, which is for the 


manufacture, supply and erection of 27 


rectifier sub-station equipments for the 
supply of current for the electric trains 
on the new Portsmouth main line 
electrification scheme, with its auxiliary 
contracts, is approximately £150,000 
and is similar in nature to previous larg 
orders received by the company not 


long ago for the same railway 


L.N.E.R. Locomotive Orders 
The L.N.E.R has placed orders tor a 
total of 39 tender locomotives divided 


as follow S 


Kobert Stephenson & Co Ltd 
11 B17 class 4-6-0 express passenger 
engines 

Bever, Peacock & Co Ltd 28 
139: class 0-6-0) goods 
which 19 are to be fitted with 3,500-gall 

t 200-gall 


locomotives. of 


tenders and 9 are to have 


tenders 


Locomotives for India 


Nasmyth, Wilson & Co. Ltd. has 
received an order from the Junagad 
State Kailwavs to the inspection of 
Messrs. Robert White & Partners for 
three metre-gauge 1-6-0 = non-super 
heated locomotives and tenders 


Locomotives for Niger ia and the 
=< 
Sudan 


Beyer Peacock & Co Ltd has 
received an order from the Crown 
\gents for the Colonies for two 4-6-2 
2-6-4 Beyer-Garratt articulated locomo 
tives for the Nigerian Railway, 3 ft. 6 in 
gauge, and similar to the four recently 
supplied by the same builders to this 
railway and illustrated and described i 
our February 7 issue, pp. 243-248 

Bever, Peacock & Co. Ltd. has also 
received an order from the Sudan 


Government Kailwayvs for four. six 
coupled Beyer-Garratt articulated loco 
motives for service on 5) Ib. rail 
3 ft. 6 in. gauge Phe engines will have 
$ ft. 9 in. diam. coupled wheels, a 
tractive efiort of 40,000) Ib and a 
maximum axle load of 12 tons 


I), Wickham & Co. Ltd. has received 
in order from the Antofagasta (Chile) & 
Bolivia Railway for seven No. 17A 
motor-driven gang trolleys 


Henschel & Sohn’ has received an 


order for seven locomotives for the 
Latvian State Railways, states a Berlin 
message to ia] / na) i \ 


The Edison Swan Electric Co. Ltd 
has received an order from the Madras & 
Southern Mahratta LRailway to the 
inspection of Messrs. Rendel, Palmer & 
rritton for 484 Tungsten filament lamps 


sir W. G. Armstrong Whitworth & 
Co. (Engineers) Ltd. has received an 


order for six diesel-electric railcars for 


the 3 ft. 6 in. gauge lines of the Western 


\ustralian Government Railways. The 


cars will be powered by 140 b.h.p 
\rmstrong-Saurer engines fitted with 
\.B.E. electric transmission. One car 
will be shipped in a complete condition, 
but the bodies of the remaining five will 
be dismantled for re-erection in Austra 
lia One spare engine-generator set is 
included in the order. The railway is 
building in its own shops some special 
trailers to go with these cars 


The directors of the Great Western 
Railway Company have authorised the 
placing of the following contracts : 

Trojan Limited Six Trojan motor 

ins 

Principality Wagon Company Three 
6, 8-ton movable rubber-floored bodies 
mounted on Thornycroft chassis 

Scammel! Lorries Limited Twenty 
6-ton Scammell A.L. motive units, 
36 6-ton Scammell A.L. trailer chassis, 
29 3-ton Scammell A.L. trailer chassis, 
3) 6-ton Scammell articulated lorry 
drop trame trailers 

Wavygood-Otis Limited: Supply and 
erection of a 2-cwt. electric service lift 
at the Great Western Roval Hotel, 
Paddington 

Powers-Samas’ Accounting Machinery 
Limited Supply and installation of 
additional mechanical accounting plant 
for use at Swindon works 

The Incandescent Heat Company 
Supply and erection of a gas-fired fur- 


nace for use at Swindon works. 


Purchases of Freight Cars and 
Locomotives in the United States 
Class 1 railroads in the United States 

installed 8,903 new freight cars in 1935, 

according to figures compiled by the 

\ssociation of American Railroads. In 

1934 the figure was 24,203, and the 

previous vear 1,879. Forty new steam 

locomotives and 102 new electric loco 
motives were put into service during 

1935, compared with 59 steam and 31 

electric locomotives in 1934 Freight 

cars on order on January 1, 1936, 

totalled 12,805, compared with 628 on 

the same day in 1935 and 224 on the 

same day in 1934 


The Bombay Baroda & Central India 
Kailway has placed the following orders 
to the inspection of Messrs. lRendel 
Palmer & Tritton 
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\lfred Herbert Limited ha eived 
an order from the Great Western of 
Brazil Railway for one sliding icing 


and screw-cutting lathe. 


The Associated Equipment Ltd 
has received the following ord 

Northern Ireland Road Transport | 
engined Regal passenger vehi 

Midland General Omnibus Compa 
passenger vehicles 

Pickfords Limited, five oil-engined Mat 
engined Mammoth Major 8 goods \ 
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the following orders from 1 ay 
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sealant 
The East Indian Railway Administra- 


tion has placed the following orde1 
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No. 2 Multivane pneumatic grinders 
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Forthcoming Events 
Feb. 15 (Sat L.N.E.R. (Great Centr 1 
ture and Debating Societv, at Y.M.C.A 
Hall, Manchester, 4 p.m. ‘“ Trans] I 
Relation to Town Planning,” by Mr. | 
Wheddon 
Permanent Wav Institution (Birming! 
at Ridgway’s Café, Corporation Street, 
3.15 p.m. “Continental Railways,” b 
Mr. W. A. Willox; Mr. W. ik. Wallace in 
the chair 
Feb. 17 (.V/ G.W.R. (Birmingham) Le 
and Debating Society, at Great Western 
Hotel, Snow Hill Station, 6.30) pn 
Debate : ‘Are High Speeds Worth While 
{ffirmative: M D. Doles Vega 
Mr. V. Rainier 
Feb. 17-28.—British Industries Fair, at Olympia 
ind White Citv, London, and Cast 1 
wich, Birmingham 
Feb. 18 (Time Institute of Transport (Metro 





le 


politan Transport Students), at Inst. of 
Electrical Engineers, Savoy Place, W.C.2 
6 p.m. ‘“ The Organisation of Road Pas 


senger Transport Undertakings,”’ by Mr. | 
Mackinnon 
° 





Feb. 20 (Thurs. Institute of Fuel (Ea 
Midland it rsitv. College Nottl 
ham, 7 p.m Joint meeting with Inst 
Mechanical Engineers “High Spee 


Diesel Engines,” by Major Goddard. 

Institution of Locomotive Engineers 
tish), at Roval Technical College, Ge x 
Street, Glasgow, 7.30 p.m. “Later De 
velopments in Diesel Traction,’’ by Mr. 5 
Irving. 

Permanent Way Institution (Brighton), 
Lecture Room, New England Street, 7 p 
* Maintaining a London Suburban Dis 
trict,” by Mr. T. Seaton. 

Railway Club, at Roval Scottish Corporati 
Hall, Fetter Lane, London, E.C.4, 7.30 
p.m. Annual General Meeting. “ Britis! 
Railwavs in 1845,” by Mr. Kk. Brown 

Feb. 21 (Fri. Institute of Transport (Leed 
Graduate), at Leeds Transport Depart 
ment, 7 p.m. ‘ Nationalisation of lrans- 

port,”? by Mr. H. Mann 
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Great Western Railway Company 


rorick iS HEREBY GIVEN that the 
N \ \L GENERAL MEETING of the 
Prop! of this Company will be held in 


Lond Paddington Station, on Wednesday, 
the of February, 1936, at Half past 
Eleve ck in the morning, for the general 
purp business. 


{NI TICE IS HEREBY ALSO GIVEN 


SPECIAL GENERAL MEETING of the 


that . 
Prop will be held at Paddington Station 
n tt ne day at Twelve o'clock Noon—or as 
ol eafter as the said Annual General 


Meet s concluded or adjourned—-when the 
| Bills will be submitted for the con- 
ind, if thought fit. for the approval 


sider 
su eeting, Viz. 
{ Bill to empower the Great Western Railway 
Con to construct railways and to acquire 
ul to authorise financial arrangements 


{ spect to certain works and facilities to 
provided by the said Company under an 
(Agreement with the Treasury in connection 
itl yassenger transpert services in the 
Lond fransport Area and to raise addi- 
tional capital; and for other purposes.” 
\ Bill to empower the Great Western Railway 
Company to construct railways and _= other 
vorks in connection with their undertaking 
nd to acquire lands; to authorise financial 
irrangements with respect to certain works 
ind facilities to be provided by the said Com 
pan under an (\greement with the 
Treasury; to abandon certain railways; t 
ididitional capital; and for other pur- 
\ Bill to empower the London Passenger 
transport Board to provide certain services of 
trolley vehicles; to construct new works; t 
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OFFICIAL NOTICES 


confer further powers on the Board; and for 
other purposes.” 
HORNE, 
Chairman 
F. R. E. DAVIS, 
Secretary. 


R. oS 


Paddington Station, 
London, W.2 
10th February, 1936. 


Southern Railway Company 
te IS HEREBY GIVEN that the next 
a Annual General Meeting of the Southern 
Railway Company will be held at Southern 
House, Cannon Street Station, in the City of 
London, on Thursday, the 27th day of 
February, 1936, at 11.30 a.m., for the purpose of 
receiving the Accounts for the past year and 
transacting general business 

AND NOTICE is hereby further given that 
the said Meeting will be made Special for the 
following purpose, namely 

Creation, issue and disposal of the addi 
tional capital (including loan capital 
authorised by the Southern Railway Act 
1935 
WILLIS, 


Secretary 


F. H 


Waterloo Station, 
London. 
10th February, 1936. 


Traction 

] ARGE concern requires for leading position 
4 an Electrical Engineer with extensive ex- 
perience in traction matters, more particularly 
yperating conditions and motor construction. 
Apply giving full details, experience, training, 
and salary required, to Box No. 20. c/o THe 
Ratwway Gazette, 33, Tothill Street. London, 
S.W.1 


319 


London Midland and Scottish Railway 
Company 


1, eee IS HEREBY GIVEN that the 
a Ordinary General Meeting of the London 
Midland & Scottish Railway Company will be 
held at Friends’ House, Euston Road, London, 
N.W., on Friday, the 28th February, 1936, at 
11.30 a.m. precisely, for the transaction of the 
general business of the Company. 
JOSLAH CHARLES STAMP, 
Chairman. 
OWEN GLYNNE ROBERTS, 
Secretary 
Euston Station, 
London, N.W.1. 
13th February, 1936. 


I EQUIRED for large European Rolling 
Stock Works in India, a WORKS 
INSPECTOR to take charge of Inspection 
Department Age 25-35 years. Should have 


had similar experience in large modern works 
and be competent to undertake the inspection 
and testing of all materials, component parts, 
and complete steel carriage frames and 
wagons. Should have had good technical educa- 
tion. Five-year agreement, free passages, 
provident fund, free unfurnished quarters, good 
salary according to qualifications. Apply by 
letter, with copies of testimonials, stating age 
and whether married or single, to ‘‘ Test,” c/o 
W. Assott, Lrp., 32, Eastcheap, London, E.C.3. 


os EAST. China Railway Mechanical En- 
gineer is open for representations cf firms 

Railway business 

<amLWay GazeTte, 35. 


} 


or concerns interested in 
Write Box No. 7, c/o THe 
Tothill Street, Westminster, S.W 








equire lands; to raise additional moneys; to 
’ 2 . untiring in visiting Poland, and in 
RAILWAY AND OTHER MEETINGS maintaining the most friendly relations 
with all concerned. They had every 
Westinghouse Brake & Signal Co. Ltd. reason to hope that the excellent results 
so far obtained would continue through 
| fifty-fifth annual = ordinary miiments under the Polish contract, of out the life of the contract. Such 
veneral meeting of this company was the almost embarrassing growth of results and such smooth working could 
e] n February 11 at Winchester their home and foreign business, and only be obtained by the happy co 
House, Old Broad Street, E.C., the of the prospects of a still greater in operation of all the parties concerned, 
Rt. Hon. Lord Southborough (Chair crease in the volume of work, as a and they cordially acknowledged their 
the company), presiding consequence ol resuscitation of orders indebtedness to all their friends both 
In moving the adoption of the report from the railway world, no one would i Poland and at home for their efforts 
d accounts the Chairman said that criticise the policy of nursing their in making the Polish brake contract, 
amount of detail 


rtant changes in the fortunes of 
the company had occurred during the 
veat The changes were due (a) 
operation of the great Polish 
ontract, (b) to an exceedingly 
tistactory increase in the home and 
au business of the company, and 

the welcome fact that their sub 


liary companies had, during — the 
under review, made between 

them a profit hese improvements in 
th mpany’s tortunes had materially 
d the face of the balance sheet, 

nd several alterations had been made 
the layout cf the figures. As one 
result of these changes, the present 
igure for ‘‘Stocks of Materials and 
Worl in Progress’’ referred to 


Materials in stock and to work now in 
the shops, or on outdoor contracts in 
this country There had been an in 
rea of approximately £50,000 in 

Stocks of Materials and Work in 
this year, as compared with 
Adding to 


de, 
rogress 


the previous year’s figures. 


the net profit figure for’ this year, the 
ral of profit brought forward from 
last year, they had available £179,650. 
That was a large sum, but he was 
sure that in view of the heavy com- 


resources at this moment They were 
theretore adding £50,000 to the 
and having taken this cours« 


general 


reserve, 

ifter full consideration, they recom 
mended the payment of a 10 per cent. 
dividend, which compared with 23 per 
cent. for the previous year Phere 


would then be a_ carry-forward of 
£42,666, a figure which was by no 
means large, in view of their very 


substantial cash requirements. 

The Polish brake contract was pro 
vressing most favourably. The work on 
this contract was spread over a_ wide 
They had many sub-contractors 


area. 
in Poland—Polish firms of standing 
which were carrying out a large per 


work in that 
contract was 


centage of the total 
country When the 
undertaken it was part of the arrange 
ment that this company should sub-let 
a large portion of the work to approved 
Polish firms. This company was, at 
present, six weeks ahead of the delivery 
dates, as fixed by the terms of the 
agreement, and they had every reason 
to believe that the Polish State Rail 
ways were fully satisfied with this com 
pany’s work in every particular. Cap- 
tain Peter, the Managing Director, was 


with its enormous 


run smoothly and_ successfully. 


work, 
An examination of the 
year’s excellent financial 
that they were 
volume of the 


causes and 
sources of the 
results made it cleat 
due to the very large 
company’s output in every field of its 

The expansion had not 
to an increase in the volume 


activities. 
been du 
or orders from customers at home only; 


joreigin customers had largely contri 
buted In fact, excluding the Polish 


contract, the volume of their foreign 
business had doubled during the year 
under review. This great increase in 
their activities had forced them to con 
tinue to make considerable additions 
to their buildings at Chippenham, as 
well as great additions to the plant 
ind machinery at their works. 
The report was adopted. 








DIESEL ENGINE USERS ASSOCIATION 

The annual dinner of the Diesel 
Engine Users Association will be held 
on Wednesday, March 18, at 7.15 for 
7.30 p.m., at Pagani’s Restaurant, 42-48, 
Great Portland Street, London, W.1. 
The chair will be taken by the President, 
Mr. A. E. Cornewall-Walker, M.Inst.C.FE. 





320 THE RAILWAY GAZETTE February 14. 1936 


payments Phe company’s pr 


Railway Share Market remain trustee securities in \ -% 


dividend decision and they |! 


















































Home Kailway stocks have been active ference was active and about 2) points firm, as have the prior charg: ¢ 
s a result of the good impression created higher following the announcement thai the other main line railways E.R 
vv the dividend announcements, although the full 4 per cent. is to be paid, as issues were firmer at rather bet rices 
he response by prices was not as satis igainst only 12 per cent. for 1934. The it being anticipated that the 
factory as migh perhaps, have been imount for which credit is taken in statement will also be up to 
xpected It is clear the directors have respect of rating relief in this case ts expectations in this case. Lon 
n influenced in their dividend dec: £885,000, which represents rather mor port “‘C"’ stock reacted sharp vin 
ns by expectations attaching to the than 2 per cent. on the 1923 preferenc: remained under the announce that 
rating decisions Southern preferred was stock Great Western ordinary was mainly owing to the restorat 
prominent on Monday at higher price: fractionally higher on the maintenance of percentage deductions from s 
ut later profit taking was in evidence the dividend at 3 per cent. although, had wages, the increase in expenses 
irtly becau it w realised that of the t not been for the withdrawal from been fully met by the rise in 
£364 increase in gross receipts for reserve and profits on investment realisa Largely owing to continu 
w past vear all but £21,962) was tions, only Lt per cent. could have been more favourable treatment in t tt 
tbsorbed in additional expenditure ind paid of remittances, there has bee! 
the full rate of 5 per cent vhic! Whilst the directors have not taken demand for the prior charge sto« 
the preferred stock receives for the fir redit for the substantial sums recover Argentine Railways, but the 
m nce 1930, is made possible by th ible in respect of rating relief, they add stocks have been dull Other 
lit taken for the £250,000 saved ou that in arriving at their dividend decision the foreign railway market I 
respect of rates and contributions to t! they have taken into consideration that features of interest. Canadian P 
ght ebates fund 1L..M.S. 1923 pr the company will be entitled to such tinued to attract a good deal 
‘ r . . . ‘ ee 7 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
, ’ 
Traffics for Week 7. Aggregate Traffics to Date Prices 
Miles ’ Pn Share 
ioe lil Week > Shares 
ere open __ Ending Inc. or Dec. + Totals — is + . es 
1935-36 Total ic, © Increase or Stock oe o 18 = © oe 
this year Saar tant S " Decrease De 3; S56 3A 
with 1935 z This Year Last Year a ta oS (2a 
£ r £ 
Antofagasta (Chili) & Bolivia 834 9.2.36 15,750 720 6 86,210 68,750 + 17,460 Ord. Stk 23 1415 24 Nil 
Argen'ine North Easter! 753 8.2.36 7,669 1,583 32 251,201 232,922 + 18,279 * 7 4 7 Nil 
Argentine Transandine - - A. Deb. 491 30 5 8 
Bolivar 174 in., 1936 5,500 450 5 5,500 5,850 - 350 6p.c. Deb 13 5 10 Nil 
Brazi . Bonds 14 11 14 916 
Buenos Ayres & Pacifi 2,806 8.2.36 97,475 ' 7,983 32 2,491,466 2,250,095 + 241,371 Ord. Stk 101o 479 10 Nil 
Buenos Ayres Central 190 5.1.36 595,000 39,400 $i) $3,549,800 $3,459,400 + $90,400 Mt. Deb 21 10 l¢ Nil 
Buenos Ayres Gt. Southern 5,085 8.2.36 169,642 $2,105 32 4,002,328 4,278,083 — 275,755 Ord. Stk 27 13! 23 Ni 
Buenos Ayres Western 1,930 8.2.36 49,149 1,028 32 1,372,330 1,362,215 4 10,115 = 24 10 18 Ni 
Central Argentine 3,700 8.2.36 131,779 1,327 32 3,856,992 3,753,922 + 103,070 3 177, 7 13 Nil 
r Do - . — Dfd 9 314 6 N 
3 | Cent. Uruguay of M. Video 27: 13,725 ? 063 $1 467,419 - 148,995 Ord. Stk Sl» 3 7 N 
be Do Eastern Extn. 311 2,843 501 31 57,469 + 803 - 
S Do Northern Extn 185 1,496 ; 274 31 31,020 + 10,388 _ 
< Do Western Ext 211 1,173 213 31 24,180 + 2,065 
| Cordoba Central 1,218 24,900 780 32 939,660 2,410 Ord. In 4 1 3 
=< Costa Rica 188 13,350 4,170 22 81,005 - 12.306 Stk 35 30 34 57 
= | Dorada 70 14,000 4 5,900 52 120,900 + 23,800 1Mt. Db. 1035g 10212 103 5 
~ Entre Rios 810 10,763 1,947 32 404,102 - 45,303 Ord. Stk is 6lo 11 Nil 
“| Great Western of Brazil 1,082 10,600 _ 2,400 6 67,400 8,400 Ord. Sh. 345 59 Nil 
< | International of Cl. Amer 794 Dec., 1935 $458,840 $47,975 52 $4,717,930 $4,722,778 $4,848 - 
S | Interoceanic of Mexico Ist Pref. 1 a Nil 
> | La Guaira & Caracas 223, | 4,425 5 4,425 3,100 + 1,325 S k. 8 8 8 Ni 
Leopoldina 1,918 18,923 6 110,800 104,159 6,641 Ord. Stk Slo 2 8 Nil 
Mexican 483 3E $246,500 $2 6 $1,296,000 $1,229,200 + $66,800 - 11 \y 1 Nil 
Midland of Uruguay $19 Dec., 1935 7,995 26 38,696 65,833 - 27,137 esi Ilo 119 1 Nil 
Nitrate 401 31.1.36 9,108 3,848 5 19.059 9,960 + 9,099 Ord. Sh. 64 42 2 Nil 
Paraguay Central 27 8.2.36 $2,253,000 $1.050,006 32 «$66,750,000 $32,374,000 + $34,376,900 Pr. Li. Stk sol 60 76 71 
Peruvian Corporatio: 1,059 Jan., 1936 83,119 ? 17,810 31 537,416 436,825 , 100,591 Pref 105g 67) 5 ma Nil 
Salvador 100 1.2.36 30.800 26,500 3) ©513,496 501,252 Pr. Li.Db 65 61 65 711 
San Paulo 153 2.2.36 26,483 3.098 5 130,428 101,719 +4. 28,707 Ord. Stk. 80 35 65 315 
raltal 164 Jan., 1936 3,215 657 $1 23,915 17,442 + 6,473 Ord. Sh 11li¢ 11g 1g 71g 
United of Havana 1,353 8.1.36 $0,748 6,284 32 339 384 567,998 - 28,614 Ord. Stk 31 iy 1 3 Nil 
Uruguay Northern 73° ~—- Dec., 1935 1,086 442 26 4,719 7,294 2,575 Deb. Stk. $15 215)¢ 4 Nil 
« { Canadian National 23,684 7.2.36 601,016 + 958 6 3,149,527 3,022,115 + 127,412 - 
: Canadian Northern - 4p.c. Perp. Dbs. 78 521, 66 6 
e Grand Trunk 4p.c.Gar. 10358 93 103 37 
S | Canadian Pacific 17,289 7.2.36 $36,200 200) 6 2,300,800 2,089,800 + 211,000 Ord. Stk. l4li¢ 854 13 N 
Assam Bengal 1,329 10.1.36 35,167 4,558 41 968,202 1,098,977 - 130,775 Ord. Stk 921g 82 35g 
Barsi Light 202 20.1.36 3,780 i5t 42 114,480 114,150 330 «Ord. St 105 751 6 
Bengal & North Western 2,112 20.1,36 78,746 1,082 42 787,568 77697 11,471 Ord. Stk 30115 301 5 
" Bengal Dooars & Extension 161 10.1,36 3,828 910 41 110,057 13,813 & 1271 125 5 
Ss Bengal-Nagpur 3,268 10.1,36 186,000 9,629 41 2 7 383,303 me 105 101 3 
= | Bombay, Baroda & Cl. India 3,072 31.1.36 267,675 33,450 43 ; 1151 111 5 
™ | Madras & Southern Mahratta 3,230 20.1.36 141,900 1 5,787 42 128] 115 
Rohilkund & Kumaon 572 20.1,.36 16,657 112 . 42 - 294 293 5 
South India 2,526 10.1.36 109,091 5,484 41 11934 105 3 
Beira-Umtali 204 , 1935 64,179 - 176 ) 129,926 : -—— 
Bilbao River & Cantabrian 15 1,317 932 5 1,317 — . 
Egyptian Delta ; 622 7,322 234 42 205,213 Prf. Sh. P 15g 154 ot 
Great Southern of Spain 104 1,707 - 391 5 6,384 - Inc. Deb 31 2 3 Ni 
. Kenya & Uganda : 1,625 182,196 + 11,855 48 2,184,339 : - S 
= | Manila , - - — — 3. Deb. 48 36 48 ‘ 
=< Mashonaland ne 913 Nov., 1935 101,719 13,519 9 213,702 232,511 = 18,809 1 Mg. Db. 1041, 100 1031 4 
oS Midland of W. Australia 277 Dec., 1935 14,842 324 26 83,624 85,948 - 2,324 Inc. Deb. 9834 93 94. 5) 
” | Nigerian 1,905 21.12.35 73,218 3,971 38 1,267,583 1,355,345 - 87,762 - — 
Rhodesia 1,538 Nov., 1935 2,351 9 390,522 375,036 + 15,486 4p.c. Db 105lo 101 1941 3 
South African 13,246 18.1.36 327,125 + 55,647 42 23,861,593 21,578,909 + 2,282,684 — —_ — _ 
Victoria 4,728 Sept., 1935 789,330 + 82,793 13 2,238 853 2,139,677 + 99,176 - - _ ate 
Zafra & Huelva 112 Dec., 1935 10,725 139 52 134,755 138,474 — 3,719 - - ~ — 


Note.—Yields are based on the approximate current prices and are within a fraction of 1)¢ 
+t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
rhe variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 
s proved misleading, the amount being overestimated. The statements from July 1 onwards are based on the current rates of exchange and not on the par value 











